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BURCHMORE FOR COMMISSIONER 


The Chicago Tribune has an editorial urging the 
appointment to the Commission of John C. Burchmore, 
of Chicago, whose name, as we have noted in our news 
columns, has been presented to the President for con- 
sideration. Perhaps the fact of the Tribune editorial 
is not especially important. It may have been caused 
by local pride or local influence without much knowl- 
edge of the fitness of the candidate for the office, yet 
we are glad to see the newspapers interested in matters 
of this sort, which too often they ignore, and, in this 
case, at least, whether by accident or by serious intent, 
the indorsement is justified. 

We do not, as is well known, lend our support 
usually to individuals, except that sometimes we have 
suggested several men from whom the President might 
make a wise selection for the Commission, and we have 
indorsed for reappointment men who have served with 
distinction. We have also urged that appointments be 
made from the staff of the Commission, where there 
are several able men who might well be promoted. We 
urged confirmation of the reappointment of Com- 
missioner Esch, not simply because of his qualifications 
and good service, but.because of the principles involved 
in the fight his nomination caused. Otherwise, we have 
kept our hands off, for obvious reasons. Indorsement 
of individuals involves comparisons, and “comparisons 
are odorous,” says Dogberry. However, in this case, 
we do not mind saying that, Mr. Esch having been 
rejected for reappointment by the Senate interstate 
commerce committee, the nomination of Mr. Burchmore 
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we think, should be appointed—that is, he comes from 
the class of men that we think most eligible for this 
service. For years he has been engaged in interstate 
commerce work before the Commission and before that 
he served as an examiner for the Commission. He is, 
therefore, fully acquainted with interstate commerce law 
and the duties he would be called on to perform. In 
addition to this, he is a man of high character and good 
general ability. The work of the Commission would 
not suffer for a day through his succession to Mr. Esch, 
since, due to his familiarity with the work, he could 
step immediately into the shoes of his predecessor and 
carry on efficiently. 

The only possible objection to Mr. Burchmore that 
we could imagine being urged would be that he is 
essentially a shipper-advocate and might, therefore, be 
inclined to take the shipper side of controversies before 
the Commission. But we do not think this a valid 
objection. It is one that could be as well urged against 
almost any appointment from the class of men from 
which we think appointments should be made, for it 
would be difficult to find a man whose business has 
brought him into intimate relation with transportation 
problems who has not been employed and whose in- 
terests have not been on one side or the other of the 
transportation fence. But a man of character may 
always be relied on to change his point of view with 
the responsibility and the duty placed on him. If this 
were not true our federal courts would be in a parlous 
state, since judicial positions are always filled from the 
ranks of lawyers, and lawyers generally have had clients. 

It would remain to be seen, of course, whether Mr. 
Burchmore’s long shipper connection had instilled in 
him a habit of mind that could not be changed and a 
view of the purposes and provisions of the transpor- 
tation act that would not lend itself to a judicial and 
fair interpretation of that act. But we see no reason 
to entertain doubt on that score. 

We are told that, in considering the matter of 
appointing a man to succeed Mr. Esch, President 
Coolidge is desirous of finding a suitable man from 
California or the southeast. Just why this is we, do 
not know, but the chief consideration, no doubt, is 
political effect. We are told also that he is having 
trouble in finding there a suitable man. Just why this 
should be we do not know, either, for, though the men 
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to you—If the money saved from Universal Reduced Rates 
and the time saved in Universal Consolidated Cars are 
sufficiently great to make it worth while for 175,000 
customers to turn over to us for transportation, 250,000,000 
pounds of merchandise in one month, this economy of time 
and money should certainly be of material advantage to you. 
Are you using Universal Freight ServiceP You should. 
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he has had in mind may not choose to serve, there are 
many others who would do so and who would, doubt- 
less, serve as well as those he may have had under 
consideration. We hear a good deal, by the way, even 
from men who are earnest in their protestations that 
men who are qualified by experience, training, and 
character ought to be appointed to the Commission, to 
the effect that it is difficult to find such men who will 
take the job. Of course, we have never been asked to 
appoint a Commission or a member of it, and if we were 
asked, we might have more trouble then we imagine; 
but we would be willing to wager a roll of soft money 
to a plugged nickel that, if we had the task imposed 
on us, we could, in twenty-four hours, select an entire 
Commission, made up of men willing to serve and fully 
equipped for the work, whose appointment would be 
eminently satisfactory to shippers and carriers, if not 
to the politicians. We would find several of them now 
on the Commission, several on the staff of that body, 
and the rest among men well known for their connection 
with transportation matters, their knowledge of them, 
and their general ability. The President ought to have 
no trouble if he will consult freely with men who know. 
We know of no men who have been considered who 
have been unwilling to accept appointment, except Mr. 
Fulbright and a California man who, it is said, was 
sounded out but did not wish the position. On the 
other hand, we have known many who wished it but 
could not get it, among them several who might not 
be expected to be candidates for a twelve thousand 
dollar job. Men are not always as prosperous or as 
satisfied in their positions as they may seem, and, be- 
sides, there is, to some men, something attractive in a 
position like that of an interstate commerce com- 
missioner that outweighs some other things. It ought 
not to be at all difficult to find a good man to succeed 
Mr. Esch or, for that matter, to appoint an entirely new 
and excellent Commission. From what neck of the 
woods its members come ought to be of little conse- 
quence to any but the politicians—and what the pol- 
iticians want ought to be of still less consequence to 
any interested solely in honest and able administration 
of interstate commerce regulation. 


7 BARGE LINE EXPANSION 

We would think better of the House committee on 
interstate and foreign commerce than we do, with re- 
Spect to its action in favorably reporting the Denison 
barge line expansion bill, if it had frankly stated, instead 
of making an argument to the contrary, that it believed 
the government should engage permanently in the busi- 
ness of transportation on the inland waterways. We do 
not, of course, believe the government should be in this 
business, but we are unable to understand how the gov- 
ernment is going to be taken out of it by a measure that 
puts it in deeper for an indefinite period. 

The bill reported by the committee provides for ad- 
ditional capital of $10,000,000 for the Inland Waterways 
Corporation and for extension of the barge line service 
to tributaries of the Mississippi River, other than the 
Ohio River. The exception as to the Ohio River was 
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made, we understand, because those using of intending 
to use that river asked, in effect, that the government 
“keep off.” We commend to the consideration of the 
Mississippi and Missouri River interests asking for addi- 
tional government aid for the barge lines the stand taken 
by those who are opposed to a government barge line on 
the Ohio River. 

The House committee said there was no intention or 
purpose in 1924, when the Inland Waterways Corpora- 
tion was created, to put the government permanently in 
the transportation business on the inland waterways and 
that now, with reference to the pending bill, it did not 
intend to approve or encourage such a policy. Does the 
committee fear that, if it declared for permanent gov- 
ernment barge line operation, Congress might refuse to 
approve the bill? In 1924, the committee said much 
about the government getting out of the barge line busi- 
ness. In 1928, with the government still in that business 
and with provision being made for getting it in deeper, 
the committee still talks about getting it out. 

One justification put forward by the committee for 
approving the provision for additional capital of $10,- 
000,000 is rather amusing. It says the Commission may 
require common carriers to provide sufficient equipment 
to handle the business offered them, but that it could 
not, of course, require the Inland Waterways Corpora- 
tion to provide additional facilities, because the corpora- 
tion is a child of the government, and, therefore, Con- 
gress must provide the money. The government barge 
lines, apparently, are emerging from the “demonstra- 
tion” stage under government auspices to become lines 
that must be able to carry all traffic offered—still gov- 
ernment owned and operated. 


The committee recommends legislation designed by 
it to compel rail carriers to turn traffic over to the gov- 
ernment barge lines. It says this part of the bill, which 
relates to through routes, joint rates, and “fair divisions” 
of joint rates, is “somewhat drastic.” If a railroad ob- 
jects to an order of the Commission requiring the estab- 
lishment of the things enumerated, it may complain— 
after the order has been made. If it does complain, the 
Commission is directed to clear the track and proceed at 
once to dispose of the issues raised. If the committee 
could have thought of additional preferential treatment 
that should be accorded the government barge lines, it no 
doubt would have provided for it in the bill. It seems to 
us that all that is being proposed in order that barge 
line transportation may be shown to be economically 
justified rather indicates that it can not stand on its own 
feet. 

Without qualification, the committee adopts in its 
report the statements made in the hearings on the bill 
as to “profits” of the Inland Waterways Corporation. It 
was not necessary for it to make an inquiry as to the 
costs of barge line operations as recommended by the 
railroads. The “profits” are there. There is no question 
about it—in the opinion of the committee. The commit- 
tee says the Inland Waterways Corporation is transport- 
ing freight on the Mississippi and Warrior River “at a 
substantial profit” for four mills a ton-mile, while the 
average rail rate is eleven mills a ton-mile. If the gov- 
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ernment financed the railroads without cost to them—as 
it does in the case of the Inland Waterways Corporation 
—and if the railroads did not have to pay taxes—as is 
the case with the Inland Waterways Corporation—and 
if the railroads did not have to meet other charges that 
the government corporation does not meet, perhaps the 
average rail rate would be considerably less than eleven 
mills a ton-mile and the railroads would still carry traffic 
at a “substantial profit.” 

We are disappointed in the House committee on 
interstate and foreign commerce. It has a great deal to 
say about the railroads not dealing fairly with the barge 
lines, yet it does not deal fairly with the railroads when 
it ignores their request that a study be made to deter- 
mine the facts about the cost of barge line transportation. 
It accepts without question and adopts as its own the 
“profit” statements of the proponents of the government 
barge line operations. If these statements as to “profits” 
will bear investigation, why not an investigation? 


An interesting phase of the committee’s hearings on 
the bill was the testimony of Commissioner Eastman. 
He was called to testify because the amendment with 
respect to routes, rates and divisions was referred to him, 
Commissioner Esch having explained to the committee 
that several barge line cases were on Eastman’s docket 
and that he had been dealing with the subject involved. 
But, after discussing this amendment, Mr. Eastman, ap- 
parently, could not resist the temptation to volunteer 
additional testimony with respect to the governmental 
policy with respect to the government barge line in gen- 
eral. We submit that this phase of the matter is one 
that should not concern him, unless he is asked for his 
opinion. He is an administrator of the laws made by 
Congress, not a member of Congress or its advisory coun- 
sel. Moreover, his opinions are worth no more than those 
of any other man familiar with the subject. Still further, 
we wish to point out that Mr. Eastman is admittedly a 
believer in the dogtrine of government ownership of rail- 
roads and, hence could not be expected to do other than 
favor government ownership of other transportation 
agencies. We are not now attempting to show that his 
ideas as to government ownership of transportation 
facilities are wrong, but merely to inform those who may 
not know it that he entertains them, that they may judge 
his barge line ideas accordingly. The arguments he 
made in his testimony in favor of the paternalistic atti- 
tude of government toward the barge line have all been 
met at one time or another in these columns and need 
not, we hope, be met again at this time. They are, we 
think, specious and unsound. Coming from some per- 
sons, they might be accounted for by ignorance, but from 
Mr. Eastman they are the result merely of an attempt to 
bolster up an unsound theory, and this always results in 
inconsistencies and weakness. 


We might point out to Mr. Eastman that, even if 
government ownership is a sound policy, he knows it is 
not now the policy with respect to the railroads and he 
might be able to see, in spite of what he thinks should 
be the case, that it is not fair or good business to make 
fish of one kind of transportation and fowl of another. 

Of course, the barge line bill will pass. It has too 
much the odor of pork for that not to be true. It is prob- 
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ably the only transportation bill that will pass at this 
session of Congress. It will command substantial sup- 
port from both parties, not because it is a beneficent 
measure and the parties have forgotten politics in the in- 
terest of the public, but because the briny odor intoxi- 
cates our statesmen. Probably the only reason it is not 
included in the alleged “combine” to put through other 
pork barrel measures is that the amount of money in- 
volved is so small, being only ten million dollars. No- 
body, of course, should get excited about a little thing 
like that. 


REVENUE FREIGHT LOADING 


Revenue freight loading the week ended April 28 totaled 
961,928 cars, according to the car service division of the Ameri- 
can Railway Association. Compared with the preceding week, 
this was an increase of 17,234 cars, with increases being re- 
ported in the total loading of all commodities except forest 
products and merchandise less than carload lot freight, which 
showed slight decreases. The total was a decrease, however, 
of 59,648 cars below the same week in 1927, as well as a de- 
crease of 33,480 cars compared with the corresponding week 
two years ago. 

Revenue freight loading by districts the week ended April 


28 and for the corresponding period of 1927 was reported as 
follows: . 


Eastern district: Grain and grain products, 6,476 and 11,434; live 
stock, 2,609 and 2,440; coal, 42,268 and 39,177; coke, 2,255 and 2,084; 
forest products, 3,811 and 4,770; ore, 823 and 4,304; merchandise, L. 
Cc. L., 72,155 and 70,632; miscellaneous, 101,481 and 103,790; total, 
1928, 231,878; 1927, 238,631; 1926, 245,271. 

Allegheny district: Grain and grain products, 2,729 and 4,303; 
live stock, 1,997 and 1,935; coal, 39,957 and 38,769; coke, 5,197 and 
5,770; forest products, 2,531 and 3,154; ore, 2,304 and 8,238; mer- 
chandise, L. C. L., 55,145 and 56,476; miscellaneous, 87,613 and 88,425; 
total, 1928, 197,473; 1927, 207,070; 1926, 206,153. 

Pocahontas district: Grain and grain products, 188 and 211; live 
stock, 52 and 58; coal, 35,393 and 44,605; coke, 329 and 532; forest 
products, 1,491 and 1,891; ore, 119 and 136; merchandise, L. C. L., 
7,433 and 7,702; miscellaneous, 7,592 and 8,073; total, 1928, 52,597; 1927, 
63,208; 1926, 51,322. 

Southern district: Grain and grain products, 3,882 and 3,935; live 
stock, 1,650 and 2,076; coal, 22,741 and 25,623; coke, 612 and 766; for- 
est products, 18,431 and 22,810; ore, 1,068 and 1,254; merchandise, 
in S. Ee ,743 and 40,540; miscellaneous, 54,549 and 62,131; total, 
1928, 142,676; 1927, 159,135; 1926, 153,207. 

Northwestern district: Grain and grain products, 12,516 and 8,814; 
live stock, 7,044 and 6,886; coal, 4,190 and 4,792; coke, 1,657 and 1,561; 
forest products, 18,128 and 19,406; ore, 5,714 and 31,381; merchandise, 
L. C. L., 33,525 and 33,987; miscellaneous, 40,596 and 43,095; total, 
1928, 123,370; 1927, 149,922; 1926, 124,691. 

Central Western district: Grain and grain products, 11,942 and 
9,962; live stock, 12,554 and 11,971; coal, 8,939 and 6,448; coke, 311 
and 299; forest products, 11,512 and 11,469; ore, 3,705 and 3,303; mer- 
chandise, L. C. L., 34,497 and 35,002; miscellaneous, 54,682 and 55,736; 
total, 1928, 138,142; 1927, 134,190; 1926, 138,586. 

Southwestern district: Grain and grain products, 5,507 and 4,495; 
live stock, 3,894 and 4,090; coal, 3,175 and 2,655; coke, 143 and 149; 
forest products, 7,915 and 7,171; ore, 327 and 488; merchandise, L. 
Cc. L., 16,698 and 15,897; miscellaneous, 38,133 and 34,475; total, 1928, 
75,792; 1927, 69,420; 1926, 76,178. 

Total, all roads: Grain and grain products, 43,240 and 43,154; live 
stock, 29,800 and 29,456; coal, 156,663 and 162,069; coke, 10,504 and 
11,161; forest products, 63,819 and 70,671; ore, 14,060 and 49,104; mer- 
chandise, L. Cc. L., 9,196 and 260,236; miscellaneous, 384,646 and 
395,725; total, 1928, 961,928; 1927, 1,021,576; 1926, 995,408. 


Loading of revenue freight in 1928 compared with the two 
previous years follows: 


1928 1927 1926 
Four weeks in January......... 3,447,723 3,756,660 8,686,696 
Four weeks in February........ 3,589,694 3,801,918 3,677,332 
Five weeks in March........... 4,752,031 4,982,547 4,805,700 
Four weeks in April............ 3,738,295 3,875,589 3,862,703 
EE edocs osecnnces Siscataa 15,527,743 16,416,714 16,032,431 


STEEL CAR BILL 


Senator Dale, of Vermont, from the committee on post- 
offices and post roads, reported to the Senate S. 2107, with 
amendments, to provide for steel cars in the railway postoffice 
service. The bill, as reported, follows: 


That. after March, 1930, all cars or parts of cars, except as 
hereinafter provided, used for railway postoffice service shall be of 
steel construction and of such style, length and character, and fur- 
nished in such manner as shall be required by the postmaster gen- 
eral, and shall be constructed, fitted up, maintained, heated, lighted 
and cleaned by and at the expense of the railroad companies. No 
railroad company shall be permitted to operate any railway postoffice 
ear which is not equipped with sanitary drinking water containers 
and toilet facilities, nor unless such car is regularly and thoroughly 
cleaned. Railroad companies shall place railway postoffice cars in 
stations for use in advance distribution before the departure of 
trains at such time as may be ordered by the postmaster general: 
Provided, That the provisions of this act shall not apply to trains 
operated upon branch lines, or to trains operated upon independent 
short-line railroads, or to trains operated upon narrow-gauge rail- 
roads, or to trains operated upon electric railroads. 


At a night session May 10 the Senate passed the Dill. 
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Current Topics 
in Washington 


Coolidge Is Appalled by Treasury Raids.—Among those en- 
joying the confidence of President Coolidge it is no secret that 
he is appalled by the number and amount of bills pending in 
Congress, with considerable prospect of their passage, constitut- 
ing raids on the treasury. So great is their total—well over a 
billion dollars—that, if they were all passed over his veto, it 
would be necessary to increase taxes in a time of profound 
peace. There is hardly any veneer over the language the Presi- 
dent is said to use to describe the bills. He thinks of them as 
raids on the treasury. The somewhat inflated flood relief bill 
stands at the head of them. The President, by conferences with 
the Congress leaders, has been able to deflate it somewhat. 
Farm relief is in the list. The Boulder Dam measure is another. 
The embarrassing part, according to the President’s friends, is 
that there is some good in each of the measures. That is why, 
in their estimation, they have been seized on as vehicles for 
carrying through raids on the treasury. For instance, the 
owners of lands in the Mississippi Valley flood area, which some 
of the states sold for $1.25 an acre and were then ashamed on 
account of the high prices, will have to be taken for spillway 
purposes. Their owners have estimated them to be worth hun- 
dreds an acre. Inasmuch as a condemnation jury must be picked 
in the area in which the lands are situated, it will be hard for 
a government lawyer to persuade a jury that the lands are 
worth not more than $25 or $30 an acre. Yet that will be an 
increase in value many fold. The rest of the country, because 
it has a heart for the flood sufferers, in the end, it is believed, 
will have to pay the inflated values. The owners of the lands 
have everything to gain and nothing to lose. Floods seldom 
damage lands that were bought for $1.25 an acre. The real poor 
devils, who do suffer by reason of the floods, will not be on the 
juries. It will be hard for them to keep down the cost to the 
rest of the country. President Coolidge, according to his friends, 
while he has deflated the measure somewhat, still regards it with 
chills on account of the probability of the country being made 
to suffer in its pockét book by reason of the unjust exactions, 
not only of the owners of the lands, but by the immense demand 
for materials that will be created by the decision to construct 
flood relief works. He remembers what happened when the 
government entered the market for war materials. Contractors 
and laborers profiteered at the expense of the helpless “white 
collar” workers and others not able to shout for their share. 
The President is not afraid to point out that Boulder Dam, 
Muscle Shoals and McNary-Haugen, each containing a kernel 
of greater or lesser value, are surrounded by a husk of useless 
expenditure, in addition to the greater damage, as many see 
it, of putting the government into business—that is, to have the 
money raised by taxation used for the benefit of a limited 
number of citizens in eompetition with money furnished by the 
savings of the people and invested in the stocks and bonds of 
companies with which the government enterprises will compete. 
Even if the Muscle Shoals enterprise cut the cost of fertilizer 
to the farmers $5 a ton, the amount of fertilizer bought by each 
citizen would be so small that the reducéd price would not be 
reflected in the price of food, clothing, or shelter. In fact, the 
benefit is intended to go to the users of fertilizers and the users 
of electric current at the expense of the government at prices 
lower than can be quoted by the makers of such things manu- 
facturing them for the general market. And the amazing part 
of the thing is that the most ardent supporters of the measures 
the President dislikes, in large measure, are members of the 
party the old slogan of which used to be, in part, “special priv- 
ileges for none.” : 





One Way to Increase Passenger Revenue.—A man interested 
in the lake cargo coal case, disgruntled on accounted of the 
things that have happened in that matter, suggests a method 
whereby the railroads may impart health to their emaciated 
Passenger revenue. It is that the traffic executives keep on 
calling conferences in respect to rates on coal, lake cargo and 
all sorts of hard fuels. He had in mind the conferences on the 
subject held in Cleveland, New York and Cincinnati. About 
150 men attended the conference in Cincinnati. How many went 
to the other conferences the records do not show. In all, how- 
ever, the money spent for railroad fare probably equalled that 
spent on much advertised excursions to Niagara Falls and other 
Points of interest. Regardless, however, of the amount, the 
thought is that, if the traffic executives would only give thought 
to the subject, they could make the coal conferences right 
popular and thereby increase the amount considerably. 





Senate Preserves Its Record Unsullied.—Acting again as if 
it knew it had been endowed with all the powers of government, 
the Senate has adopted a resolution asking the Supreme Court 
of the United States to hear Donald Richberg in the O’Fallon 
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recapture case as a “friend of the court’; that is to say, the 
Senate thinks itself competent to decide from whom the court 
should ask for enlightenment on the law. It is pointed out by 
those who do not like the Senate’s action that a court is sup- 
posed to be competent to pick the men it thinks know some 
things about the law.that would help the court come to a sound 
conclusion as to the law on the subject in hand. Richberg 
represents the LaFollette idea as to the making of valuations 
of the property of the railroads of the country. Under tHe law, 
the President of the United States chooses the lawyers he 
thinks competent to present the views of the administrative 
branch of the government. Inasmuch as the Commission is an 
agency of the legislative branch of the government, it has its 
own lawyers, chief of whom is Patrick J. Farrell. Under the 
law, therefore, Attorney-General Sargent and Mr. Farrell are 
the men the law designates to advise the court as to what the 
administrative branches of the government think is the law 
on the subject of valuation. Nowhere is there a word in the 
books providing for the presentation of the views of the legis- 
lative branch of the government. The court declares what the 
law was at the time the dispute arose. Congress, as the law- 
enacting body, is charged with the duty of changing the law if 
it does not like the construction given to statutes by the courts. 
But the Senate is not the legislative branch of the government. 
It is only a part of it. The whole of it consists of the two houses 
of Congress and the President of the United States. They have 
not asked to have Donald Richberg speak for them. Neither has 
the Commission. Were that body. to desire the court to hear 
Mr. Richberg it could appoint him to its staff. Were the attor- 
ney-general to desire the help of Mr. Richberg, he could appoint 
him on his staff and send him up to the court to speak. If the 
legislative branch of the government desired him it, perhaps, 
could signify its desire by passing a bill. But the Senate, a part 
of the legislative branch, it is suggested, has kept unsullied its 
reputation of the last ten years for putting its nose into things 
not committed to its care by the Constitution. Should the 
court ignore the resolution, it is believed it would receive much 
praise. The late Robert M. LaFollette submitted his views to the 
people of the United States in the presidential campaign in 1924. 
The voters gleefully stepped on them. Yet, if the court yields 
to the Senate, they will be seriously urged by Mr. Richberg, 
presumably on the theory that “we, the LaFollette men” and 
“we the people of the United States” are synonymous terms. 
If the Senate wins in the matter of choosing lawyers to present 
valuation arguments, it should then turn its attention to the 
choosing of bunion plasters to be used by the people of the 
country. 





Tears for McAdoo.—Things that have been happening to 
William G. McAdoo in California and in the District of Columbia, 
it is suspected, have wrung the heart strings of state railroad 
and utility commissioners and traffic managers who, perhaps, 
fondly remember what great consideration and courtesy he 
showed them in the days he was Director-General of Railroads. 
In California, it will be recalled, Governor Smith “busted” 
McAdoo’s boom of Senator Walsh for the presidential nomina- 
tion. In the District of Columbia Congress and the people of 
Washington are delaying the merger of traction companies in 
which he is represented as being interested. Of course, in 1918, 
it was thought the state commissioners did not think highly of 
him when he made them wait two days in a vain effort to see 
him. It was thought they resented his supposedly disdainful 
words to them that if they wanted to see him they might come 
to White Sulphur Springs, Va., whither he went after they had 
waited to see him, if they wanted to talk with him. That was 
all a mistake. They liked to stand around in ante-rooms and 
then humbly follow the great man to his resting place at White 
Sulphur Springs. It was all a mistake, too, when W. H. Chan- 
dler testily observed that the committee of the National Indus- 
trial Traffic League had come to talk with him about traffic 
matters and not about the services of men in the army, but 
that, if he did not care to talk about traffic matters with them, 
they would make him talk with the Interstate Commerce Com- . 
mission. The committee was not irritated with him, as many 
supposed. That was merely its way of expressing its appreci- 
ation of the magnificent work of the Railroad Administration. 
For that reason, it is suspected, the older state commissioners 
and the veterans of the N. I. T. L. are about to order much black 
crepe and refuse to listen to any more cheerful music than the 
“suicide symphony” of Schubert, to manifest their sympathy 
for him. 





Highway Accident Prevention——Plans were laid this week 
for an intensive highway safety campaign designed to cut down 
the number of accidents. In the last six years, prior to this one, 
highway accidents caused the loss of 141,497 lives. The plan- 
ning was done at the annual meeting of the American Road 
Builders’ Association and the County Highway Officials division 
May 11 and 12. It is estimated by the association. That the 
accidents are the result of the failure of the human machine 
rather than errors of engineering or mechanics. The major 
cause of highway accidents and the estimated number resulting 
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from each in 1927 were listed. Inattention on the part of 
motorists was the major factor in the killing of 4,584 persons 
in 1927, according to estimates of the Association. Children 
crossing or playing in the streets in violation of traffic rules 
was the second greatest contributor, causing the death of (esti- 
mated) 3,638 children. Adult “jay-walking” took a toll of 3,069 
lives. The total number of persons killed is estimated at 26,618, 
and the number of injured at 798,700. In the past six years 
approximately 3,446,000 persons have been seriously injured in 
these accidents, and an economic loss suffered estimated to 
total $3,572,791,000.—A. E. H. 


PUBLIC AND I. C. C. 


In his report to the American Short Line Railroad Associa- 
tion, held at Mexico City this week, President Bird M. Robinson 
had the following to say of the public attitude toward the Inter- 
state Commerce Commission: 


The most important event that has occurred during the last 
few months, with respect to the interest of the members of this 
Association, and other rail-carriers, is the very definite change of 
attitude of a large part of the public in many of the states, and 
many of the most outstanding and influential members of the Sen- 
| — House of Congress, towards the Interstate Commerce Com- 
mission. 

From the time of the creation of that Commission to the 
close of the last Congress, it apparently possessed the unlimited 
confidence of the Congress. The evidence of that fact is shown 
by the uniform increase of powers conferred upon the Commis- 
sion, year by year, through the numerous acts and amendments 
made to the interstate commerce act. In the. beginning, the Com- 
mission was authorized to regulate the carriers, but as time passed, 
additional powers were conferred upon it, until at the present time 
it not only regulates, but to all intents and purposes directs and 
controls, without the ‘ap! that goes with management. 

The carriers have, through long, trying, painful and difficult 
spoenatn, adjusted the conduct of their business to existing con- 
itions, and notwithstanding the many limitations, hardships and 
difficulties now imposed, look with great concern upon any proposi- 
tion to change, to any material degree, governmental participation, 
through the Commission, in the management and control of their 
business. They assume, as the result of uniform past experience, 
that any change means derangement of existing conditions with 
increase of restrictions and further control. 

The fact that there has been a very marked change in =the 
attitude of many of the members of Congress, and that of a large 
part of the people, especially in certain sections of the country 
pcan the Commission has recently been demonstrated beyond 
question. a ; 

Lake Cargo Coal Case 


The decision of the Commission, in the Lake Cargo Coal Case, 
in which it granted a very material reduction of rates on coal from 
certain zones in Pennsylvania and Ohio to the lakes, thence to the 
northwestern states, was and is the basis of severe criticism. In 
that case rates on car coal mete from mines in certain zones 
in Pennsylvania and Ohio (the northern fields) were substantially 
reduced. In the opinion and order of the Commission in that case, 
it ve notice to the carriers moving coal from mines in West Vir- 
ginia, Virginia, Kentucky and Tennessee (the Southern fields) to 
the lakes, that they would not be permitted to reduce their rates 
on that commodity. 


Notwithstanding the notice then given, the carriers serving 
the southern fields promptly filed tariffs making reduction of their 
rates, to correspond with the reduction authorized for the North- 
ern fields. The Commission immediately suspended the tariffs so 
filed, and subsequently made a final order, definitely prohibiting 
the proposed reduction. Thereupon the interested carriers filed a 
bill the Federal Court of West Virginia, seeking to enjoin the 
Commission from enforcing its decision. The lower court enjoined 
the Commission’s order. he Supreme Court declined to reverse 
the nee of the trial court, and the reduced rates are now in 
effect. 


That decision aroused a bitter feeling against the Commission, 
not only upon a large part of the people in the states of West 
Virginia, Virginia, Kentucky and Tennessee, including their sena- 
tors and representatives in Congress, but a like feeling among the 
people and the senators and members of the northwestern states, 
where the larger part of the cargo coal is consumed. 


It is charged in behalf of the people in the southern fields that 
the action of the Commission was intended to transfer the produc- 
tion of the large volume of lake cargo coal being produced in said 
fields to the Pennsylvania and Ohio fields, for the alleged reason 
that the mine operators and miners in the latter field are in bad, 
if not bankrupt condition. 


On the other hand, the people in the northwestern states who 
consume most, if not all of the large volume of lake cargo coal, 
asserted that the refusal of the Commission to permit the reduced 
rates proposed by the carriers in the southern fields, would result 
in a loss of million of dollars per year to themselves. 


In other words, it has been and is vigorously charged that the 
Commission attempted to usurp a power which will enable it to 
control economic conditions, = and through the device of higher 
or lower rates, and thereby destroy prosperous conditions in one 
section of the count and transfer such conditions to another. It 
has been admitted that if the Commission has the power to fix 
rates on such basis, it could at its will destroy business and in- 
dustry in any particular section. 


When President Coolidge sent to the Senate the nomination 
of Commissioner John J. Esch, to succeed himself, the representa- 
tives of the people who criticized the Commission in respect to the 

e Case, joined others who do not have confidence in it, 
and fought vigorously to defeat his confirmation, which they suc- 
ceeded in doing. 


Of the leaders in that contest, many of them stated openly 
that Commissioner Esch, in so far as his integrity and faith 
were conce y». was above question, but that he had joined in favor 
of the decision in the Lake Cargo Case, hence was responsible with 
other concurring commissioners, in what they characterize as a 
usurption of power; that their act in that case was such as to 
demand a drastic limitation of its powers, and that the defeat of 
_Mr. Esch was the only way, for the time being, that the members 
thereof could be warned, in an official way, to desist from further 
use of the power and authority which they had assumed; hence, 
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the fight made against Mr. Esch was, in fact, a fight against the 


Commission, as such. 


Certificates of Convenience and Necessity 


The Commission is now “under fire” in Congress, and from many 
people in several sections of the country, because of its action 
in rejecting a number of applications for certificates of Public 
Convenience and Necessity, where interested parties desired to 
have certain railroads constructed. The most notable case of that 
kind was the application of the Piedmont & Northern Railway 
Company that asked for authority to complete its line in North 
Carolina and South Carolina, the construction of which was begun 
a number of years ago, but all of the contemplated line had not 
been completed. That application was recently denied by the Com- 
mission, and a8 a result, bills have been introduced in Congress to 
repeal paragraph 18 of Section 1 of the Interstate Commerce Act, 
which gives it authority to issue or deny such certificates. 

I have had an opportunity to learn, at first hand, the attitude 
of many of the senators and members of the house who have de- 
termined to prevent, if they can, conferring any further discre- 
tionary powers upon the Commission; on the contrary, they have 
it in mind to curtail many of the important Pts which it pos- 
sesses. That strong element in Congress—and it is a strong ele- 
ment—is gradually swinging away from their previous favorable 
attitude towards further and needed consolidation legislation. Many 
of them have decided that they will oppose pending consolidation 
bills for the reason that too much discretionary power will thereby 
be conferred on the Commission. 

In making the foregoing statement about the Commission, and 
the opposition that has developed, I have refrained from expressing 
any opinion in~that respect. My object in calling attention to it, 
is to point out some of the serious results that may follow. 

The attack upon the Commission has gone to the extent that 
many people have proposed that it be abolished, just as the United 
States Labor Board was. While there is no probability of such 
unwise action being taken, the attacks made will, beyond doubt, 
impair its usefulness. Should it break down, for any reason, it 
would eventually, as I believe, result in government ownership. 
For that reason, and for many others, I think we should sustain 
the Commission to the extent that we can. Under any and all 
means, let us exert every effort to keep it free from politics. 


ATLANTIC TO PACIFIC HIGHWAY 


Senator Moses, of the Senate committee on post offices and 
post roads, has favorably reported to the Senate S. 1900, a bill 
to provide for the construction of a post road and military 
highway from a point on or near the Atlantic coast to a point 
on or near the Pacific coast. In part, the committee’s report 
said: 

This bill provides for a national survey Commission, consisting of 
the secretaries of war, agriculture, treasury, commerce, the st- 
master general, and six individuals qualified: because of knowledge 
of highways, general engineering, and business experience, appointed 
by the president and confirmed by the Senate, to make preliminary 
examinations and surveys for a central highway as direct as possible 
from the Atlantic to the Pacific coast; also to make further studies 
to determine the practicability of five other connecting roads along 
the Atlantic seaboard, the Pacific seaboard, along the southern 
boundary, and from about the center of the United States on the 
central highway northwest to connect with the Pacific seaboard high- 
way in the state of Washington, and from the center of the United 
States on the central highway south to connect with the southern- 
boundary highway, and to report to Congress. 

The road is to avoid all municipalities having a population of over 
2,500, and provides for a right of way of 500 feet; 1b0 feet to be used 
for the construction of a four-way traffic roadbed, and the remaining 
200 feet on both sides, until needed for roadbed, to be leased, 10 per 
cent of the rentals to be paid to the states or proper political sub- 
divisions thereof, in lieu of real estate taxes, and the balance for 
upkeep of the road and the ultimate payment of securities issued for 
the cost of construction. 

Upon acceptance by an act of Congress of the final report 
and plan of the survey commission, the commission would be 
converted into a corporation subject to proper federal juris- 
diction. The United’States, under the bill, would assume no 
liability, directly or indirectly, in the administration of the 
corporation, according to the report. 

“The development of motor-driven vehicles into an every- 
day business and social necessity,” said Senator Moses in his 
report, “and the extended and rapidly increasing interstate 
traffic of such vehicles warrant the preparedness accomplished 
by this bill for Congress to legislate upon an inevitable approach- 
ing national question of personal interest to every citizen. 

“This bill does. not encroach upon or interfere with federal 
aid to state roads.” 

If Congress should accept the final report of the survey 
commission, the plan contemplates that the corporation to be 
created would proceed to build the highway and maintain and 
regulate it. 

Included in the report was a letter from W. M. Jardine, 
Secretary of Agriculture, in which the secretary stated that, 
with the exception of the excess right-of-way and the leasing 
feature, “it appears to me that all the really valuable features 
of this bill that apply directly to transportation are already 
amply met by the federal highway act, and in many respects the 
federal highway act appeals to me as serving a much greater 
population need than a very few superhighways of elaborate 
construction.” The secretary said he could find no particular 
advantage “in setting up this additional road-building organiz® 
tion within the federal service.” 





REBATES EQUAL TO FREIGHT CHARGES 
Senator McMaster, of South Dakota, has proposed an amend- 
ment to the tax reduction bill, the effect of which would be 
tod provide for rebates to shippers of agricultural products in- 
tended for export equal to the freight charges on such ship 
ments. The rebates would be paid out of tariff revenues. 
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L. C. L. PAPER RATES 


The Commission, by division 1, in I. and S. No. 3007, paper 
and paper articles, less-carloads, from Virginia cities and east- 
ern points to the south (mimeographed), has found justified the 
proposed readjustment of rates on paper and paper articles, in 
less-than-carloads, from Virginia cities, Baltimore, Md., and other 
eastern seaboard and interior eastern points to south Atlantic 
port cities and other southeastern points, except as it would 
result in undue prejudice against Richmond and Hopewell, Va., 
and in undue preference of Hartsville, S. C., and Roanoke Rap- 
ids, N. C. The suspended schedules have been ordered can- 
celed without prejudice to the filing of new schedules in ac- 
cordance with the views expressed. 

Increases and reductions were proposed on the articles 
mentioned, rated fifth class, in less-than-carloads, in Southern 
Classification territory. Richmond and Hopewell interests pro- 
tested on the ground that the adjustment would unduly preju- 
dice them and unduly prefer Roanoke Rapids and Hartsville. 

Schedules suspended in this case, according to Commis- 
sioner Taylor, author of the report, were filed on account of 
No. 19581, a complaint by the Norfolk-Portsmouth Freight Traf- 
fic Commission in behalf of Old Dominion Paper Co., Inc., assail- 
ing rates from Norfolk, Va., to points in Carolina territory, as 
unreasonable and unduly preferential of shippers at Baltimore. 
Mr. Taylor said that after that complaint was filed the com- 
plainant asked that the schedules under suspension be permitted 
to become effective. 

Specifically, Richmond and Hopewell interests objected to 
proposed increases from those points to the south Atlantic ports, 
to points in Florida, to Savannah, Ga., and some points in in- 
terior Georgia, applying principally on wrapping paper, paper 
bags, toilet paper and woodpulp board. The protestants, the re- 
port says, are in competition, principally in respect of wrapping 
paper, with Roanoke Rapids and Hartsville, from which no in- 
creases were proposed. To some of the destinations mentioned, 
the report said, the rates from Richmond and Hopewell would 
be from 11.5 to 32.5 cents higher than from Roanoke Rapids. The 
carriers said that no changes from Roanoke Rapids were pro- 
posed because the revision was primarily intended to remove 
unauthorized fourth section violations in rates from Virginia 
cities caused by the lower rates from the eastern cities, with 
which the Virginia mills, according to the report, were in keen 
competition. : 

The Commission found that the proposed schedules were 
justified except in so far as they would create greater spreads 
in the rates between Richmond and Hopewell, on the one hand, 
and Roanoke Rapids and Hartsville, on the other, than existed 
under the present fifth class rates from those points. 


APPLE ROUTING RESTRICTION 


With Commissioner Aitchison dissenting, the Commission, 
by division 3, in I. and S. No. 2999, routing from points on the 
Spokane, Coeur d’Alene & Palouse Railway, eastbound trans- 
continental (mimeographed), has found justified the proposed 
cancellation of joint rates now applying on class traffic and on 
various commodities from points on the railroad mentioned in 
connection with the Spokane International, Northern Pacific, 
and the Chicago, Milwaukee, St. Paul & Pacific, on eastbound 
traffic to transcontinental destinations at and east of the Twin 
Cities and Missouri River points. The proposal was to close 
all the routes except in ¢onnection with the Great Northern, 
which owns the Spokane, Coeur, d’Alene & Palouse. The com- 
missions of Washington and Idaho opposed the cancellation, 
chiefly on behalf of apple shippers. They said that the closing 
of the routes would deprive them of reconsigning privileges 
and thereby increase the charges by the application of com- 
binations when traffic was diverted west of the Twin Cities. 

The Commission found their fears not well founded. The 
Teport said that of 44 cars diverted in 1927 only three would 
have had to bear higher charges. The total shipments in the 
first eleven months of 1927 were 158 cars, of which 44 were 
diverted. . 

The Great Northern bought the Coeur d’Alene line, one of 
& number of electric lines adversely affected by the development 
of the automobile, from the trustees of the bondholders. It 
contended that it needed the added revenue to help toward put- 
ting the Coeur d’Alene more nearly on a profitable basis and 
thereby justify its purchase of a line that otherwise would have 

n abandoned, leaving shippers along its line without direct 
Tailroad service. In addition, it called attention to the fact that 
the originating line was entitled, under the law, to the longest 
Possible haul, which, in its case, would be to Twin Cities. 

Commissioner Aitchison said that_he was not convinced that 
the respondents, Great Northern and Coeur d’Alene, had justified 
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their schedules. Having in mind the history of the relations 
between the trunk lines and the electric lines in the so-called 
Inland system, he said he could not give his approval to the 
restriction. 


. RAILWAY CAR WHEEL RATES 


The Commission, by division 4, has dismissed No. 19197, 
United Verde Copper Co. et al. vs. Santa Fe et al. (mimeo- 
graphed), finding not unreasonable the rates on railway car 
wheels and axles, and mine car wheels and axles, separate or 
combined carloads, from Denver and Pueblo, Colo., East St. 
Louis and Granite City, Ill., Luther and St. Louis, Mo., and 
Knoxville and Memphis, Tenn., to Clarksdale, Ariz. 


PIG IRON RATE PRESCRIBED 


A finding of unreasonableness, an award of reparation and 
an order to establish a new rate not later than June 25, have 
been made in No. 19519, Vermont Snath Co. vs. Boston & Maine 
et al. (mimeographed), as to the rate on pig iron, from Riddles- 
burg, Pa., to Springfield, Vt. The Commission, by division 4, 
found a rate of $5.79 per long ton unreasonable but not other- 
wise unlawful to the extent it exceeded or might exceed $4.79, 
a rate the Commission found was blanketed over a considerable 
area in the general vicinity of Springfield, Vt., which is on a 
branch line. The defendants contended that the rate to a branch 
line point should be higher than to points on the main line. 

Commissioner Woodlock dissented, saying he considered the 
rate prescribed as below a reasonable maximum. 


DRAYAGE ABSORPTION CASE 


The Commission, in I. and S. No. 2990, absorption of dray- 
age charges on lead or zinc ore or concentrates by Southwest 
Missouri, has postponed the effective date of its order from 
May 9 to July 8, in accordance with the petition of the South- 
west Missouri. The Commission, however, has denied the request 
of the company for reargument and reconsideration. 

This postponement was given to enable the Southwest Mis- 
souri to go to court, if it finally decides to resort to litigation 
again. In the case it took to court it won a nominal victory but 
in final effect the Commission has been able to prevent the 
extension of its line into the territory now served by two steam 
railroads, by means of the absorption of the charges of draymen 
for bringing ore to its loading points. The Southwest Missouri 
is an interurban electric, in the usual if not in the technical sense 
of the term, which has been hard hit by the development of 
transportation by busses. Its desire to absorb drayage charges 
arises from its wish to obtain ore tonnage which, in the days 
when it obtained its revenue almost entirely from passenger 
business, was hauled by the steam lines. The Commission, by 
its orders in the various cases involving the legality of what the 
Southwest Missouri has tried to do, has endeavored to preserve 
the business of the steam lines on the ground that what the 
> has been trying to do would be in violation of the 
aw. 

In the case in which the Commission has granted a post- 
ponement of the effective date of its order, the regulating body 
condemned the schedules filed by the Southwest in its third 
effort to obtain some of the ore tonnage. The law question that 
may be raised is as to whether the Commission, in that decision 
correctly construed the applicable parts of the interstate com- 
merce law. 


CRUSHED STONE REPARATION 


Findings of unreasonableness and inapplicability and an 
award of reparation have been made in No. 19650, Olive Hill 
Limestone Co., Inc., vs. Baltimore & Ohio et al. (mimeographed). 
The Commission, by division 4, by applying the principle laid 
down in the Sligo case, 62 I. C. C. 643, and 73 I. C. C. 551, found 
the rates on crushed stone, from Atlas, Ky., applicable at the 
time of the movement, were $1.80 to Clifton, Mason City and 
Hartford, W. Va., and $1.90 to New Haven and Graham, W. Va., 
rates being in net tons, and that shipments were overcharged. 
It further found the applicable rates were unreasonable to the 
extent they exceeded $1.70 to Clifton, Mason City, Hartford 
and New Haven, and $1.80 to Graham, the subsequently estab- 
lished rates. 


LUMBER RATES PRESCRIBED 


New rates on lumber from Boston, Mass., to points in Rhode 
Island and Connecticut on the New Haven, to be made effective 
not later than June 20, have been prescribed in No. 19286, 
Blanchard Lumber Co. vs. New Haven (mimeographed). The 
Commission, by division 4, has found unreasonable but not other- 
wise unlawful the class rates applied to the extent they ex- 
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ceeded or may exceed 10 cents from Boston to Putnam, Conn., 
and 14.5 cents from Boston to destinations on the New Haven 
between Kingston, R. I., and New Haven, Willimantic and New 
Haven, Conn., and Avon and New Haven, Conn., all points in- 
clusive. It has awarded reparation on shipments made since 
October 26, 1925, coming within the scope of the decision. The 
report called attention to commodity rates maintained by the 
New Haven and other carriers in the same general territory. 
The complaint alleged the rates were inapplicable, unreasonable 
and in violation of the fourth section. 


DEMURRAGE CHARGES BARRED 


The Commission, by division 4, has dismissed No. 19329, 
Western Asphalt Paving Corporation vs. Chicago & North West- 
ern (mimeographed), holding that a claim for reparation for 
demurrage charges collected on cars, containing interstate ship- 
ments, held at Beresford, S. D., was not filed within the statu- 
tory period because the complainant failed to resubmit its formal 
complaint or to file a formal complaint within the time specified 
by the rules of practice prescribed by the Commission to govern 
filing when it has advised a complainant that his case cannot 
be handled informally. 


ICE-MAKING MACHINE CHARGES 


The Commission, by division 4, has dismissed No. 19555, 
Traffic Bureau, Chamber of Commerce, Lynchburg, Va., vs. Penn- 
sylvania et al. (mimeographed), finding that a less-than-carload 
shipment of 29 pieces of machinery constituting one ice-making 
machine, shipped from Philadelphia, Pa., to Lowesville, Va., in 
1925, was not overcharged. 


POTATO REPARATION AWARD 


The Commission, by division 4, in No. 19535, Minnesota Po- 
tato Growers’ Exchange vs. Santa Fe et al. (mimeographed), 
has found unreasonable the rates on potatoes, carloads, from 
points in Minnesota to points in Texas and awarded reparation. 
Rates ranging from $1.25 to $1.34 were imposed. The Commis- 
sion found that contemporaneously a rate of $1.10, subject to 
rule 77, was applicable from Yakima, Wash., to the Texas points 
via Minnesota Transfer. The Commission found the rates from 
Baker, Moorhead, Watts, and Hawley, Minn., unreasonable to 
the extent they exceeded $1.10, $1.22 from Ada and Nielsville, 
Minn., and $1.17 from Ulen, Minn. 


FERTILIZER RATE PRESCRIBED 


The Commission, by division 4, in No. 19602, Kelley, Weber 
& Co., Ltd., vs. Missouri Pacific et al. (mimeographed), has 
found unreasonable but not unduly prejudicial, the rate on fer- 
tilizer, from Houston, Tex., to Fenton, La., to the extent it ex- 
ceeded or may exceed. 17 cents. That rate is to be made effec- 
tive not later than June 25. Reparation was made on one 
shipment that was charged at the applicable rate of 41.5 cents. 
Commissioner Woodlock dissented. 


ENAMELED COPPER WIRE RATE 


A finding of unreasonableness and an award of reparation 
have been made in No. 19685, Dudlo Manufacturing Corporation 
vs. Chicago & North Western et al., mimeographed, as to the 
rate on enameled copper wire, carloads, from Fruitvale, Cal., to 
Fort Wayne, Ind. The rate was found unreasonable to the ex- 
tent it exceeded $1.92, minimum 50,000 pounds. Charges were 
collected at the fourth class rate of $3.225, minimum 30,000. 
Complainants sought reparation to the basis of a rate of $1.28, 
minimum 50,000. That basis, the report said, was the same as 
that applicable on this commodity from Fort Wayne to Fruit- 
vale. The Commission said that an eastbound rate fifty per cent 
higher than the westbound rate would yield minimum revenue of 
$960, and minimum car-mile earnings of 39.9 cents. The present 
eastbound rate, it pointed out, was 252 per cent of the westbound 
rate. It ordered reparation down to the basis of an eastbound 
rate 50*per cent higher than the westbound. 


AUTOMATIC TRAIN CONTROL 

The Commission, in No. 13413, sub No. 24-2, mimeographed, 
by division 6, after inspection and test, has approved the instal- 
lation. of automatic train-stop devices, of the General Railway 
Signal Co., on the Baltimore division, east end, and a part of 
the Baltimore terminal division of the Baltimore & Ohio. It 
has prescribed requirements in respect of apparatus and opera- 
tion with which the carrier is expected promptly to comply. 
The total cost of installation was reported as $206,347. 


FRESH TOMATO RATES 


The Commission, by division 4, in No. 18746, J. S. Wise vs. 
Illinois Central et al. (mimeographed), has found inapplicable 
the rates charged on a carload of fresh tomatoes from Hazel- 
hurst, Miss., to ‘Norfolk, Va., and reshipped to South Kearney, 
N. J., in 1923. It has found the applicable rate from Hazelhurst 
to Norfolk unreasonable to the extent it exceeded $1.20. It has 
further found that the applicable rate from Norfolk to South 
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Kearney was not unreasonahle and has awarded reparation -on 
the finding of unreasonableness. A further finding was that 
the complainant had not been .damaged by reason of a failure 
of the carrier’s agent to collect charges before the removal of 
part of the shipment by the consignee at Norfolk. 

The shipment was originally consigned to the complainant 
at Indianapolis, Ind., but was diverted in transit to Norfolk. 
Upon arrival at Norfolk the consignee removed and accepted 
80 crates without the payment of freight charges and then re- 
fused the remaining 991 crates because their condition was un- 
satisfactory. Complainant then ordered the remainder of the 
shipment reconsigned to South Kearney. 

Complainant contended that under the provisions of para- 
graph 2 of section 3 of the interstate commerce act a carrier 
might not deliver or relinquish possession at destination of any 
freight transported by it until all tariff rates and charges thereon 
had been paid. He contended that the Chesapeake & Ohio vio- 
lated that section in permitting the removal of a part of the 
shipment without the payment of-all freight charges, and that 
as a result of that violation he has been damaged in the amount 
of the difference between the Norfolk combination and the 
through rate of $1.13. 

The Commission said it could not be assumed that the nat- 
ural and necessary consequence of the carrier’s failure to collect 
the freight charges before delivering the shipment would be 
the removal of a part of the shipment by the Norfolk consignee 
and the refusal of the remainder. It said that if damage was 
sustained it was not proximately caused by any failure of the 
agent of the Chesapeake & Ohio to collect the charges. 


OKLAHOMA CITY STATION CASE 

In a report written by Chairman Campbell, on further hear- 
ing in No. 15995, Corporation Commission of State of Oklahoma 
et al. vs. Santa Fe et al., and No. 19956, City of Oklahoma City, 
Okla., vs. Santa Fe et al., and finance docket No. 6665, abandon- 
ment and construction by the Chicago, Rock Island & Pacific et 
al., mimeographed, the Commission has approved the plans made , 
by Oklahoma City,and the railroads involved for the construc- 
tion of a union station in that city. In the prior report in this 
case, 101 I. C. C. 647, the Commission in No. 15995, withheld its 
approval-of the plan presented by the complainants for such a 
union station at Oklahoma City. It said that it was strongly of 
the view that if the matter were approached by all interested 
parties with a sincere desire to solve the problem that would be 
for the best interest of the city, and’at the same time not unduly 
burden the carriers, financially or otherwise, a plan could be 
worked out that would-be reasonably satisfactory to all parties 
unselfishly interested and at the same time one which it could 
approve. 

After setting forth the plan tentatively agreed upon, the 
Commission said it was of the opinion and found that the erec- 
tion of the new passenger station by the Rock Island and the 
Choctaw, Oklahoma & Gulf for the joint use of the former, as 
the operating company, and the St. Louis-San Francisco, with 
the attendant abandonment of main line tracks and construction 
of new main line tracks, as outlined in the report, constituted a 
major terminal project within the meaning of R. R. Comm. vs. 
Southern Pac. Co., 264 U. S. 331, and subject to its control under 
paragraphs (18) and (21) of section 1 of the interstate com- 
merce act. It said that upon the facts presented it further found 
that the present and future public convenience and necessity 
permitted the abandonment and required the construction de- 
scribed in the application in finance docket No. 6665, and that 
the expense thereof would not impair the ability of the appli- 
cants to perform their other duties to the public. 

The negotiations between the city and the railroads resulted 
in the formulation of the plan covered by the finance docket 
application which has been approved in this report on further 
hearing. In substance, it became a substitute for the two for- 
mal complaints which therefore were dismissed in this report. 


POTATOES WERE MISROUTED 

The Commission, by division 4, has dismissed No. 19556, Mal- 
lard Brokerage Co. vs. Texas & Pacific et al., mimeographed, 
finding that damage had not been shown to have resulted from 
the misrouting of a carload of potatoes from New Roads, La., to 
Philadelphia, Pa., reconsigned at several intermediate points 
prior to arrival at Cincinnati, Ohio. The complainant contended 
that the misrouting caused rejection at Cincinnati, thereby re 
quiring reconsignment to Altoona, Pa., and then to Philadelphia. 


LUMBER DEMURRAGE APPLICABLE 
The Commission, by division 1, has dismissed No. 18978, Pine 
& Cypress Manufacturing Co. vs. Chesapeake & Ohio, mimeo- 
graphed. The Commission found that the demurrage assessed 
on several carloads of lumber at Huntington, W. Va., were 
applicable. It also found overcharges refund of which was 
directed. : 


LUBRICATING OIL RATE 


An order of dismissal has been entered in No. 19540, Flynt, 
Welch & Yates, vs. Santa Fe et al., mimeographed, the Com 
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mission, by division 4, finding not unreasonable the rate on lub- 
ricating oil, in drums, carloads, from Chicago, Ill., to Artesia, 
N. M. The shipments were made in 1925 and 1926. 


DENATURED ALCOHOL RATE 


The Commission, by division 4, has dismissed No. 18628, Chi- 
cago Mica Co. et al. vs. Chicago & Eastern Illinois et al., mimeo- 
graphed, finding the applicable rate on denatured alcohol, car- 
loads, from Harvey and New Orleans, La., to Valparaiso, Ind., 
not unreasonable. The Commission found that some of the ship- 
ments were overcharged and directed refund. 


POULTRY FEED RATES 

The Commission, by division 4, in No. 19562, Armour & Co. 
of Delaware vs. Santa Fe et al., mimeographed, has found un- 
reasonable the rates on buttermilk poultry feed, carloads, from 
Duluth and Mankato, Minn., to Fredonia and Wichita, Kan., and 
awarded reparation. The Commission found the rates were un- 
reasonable to the extent they exceeded 51 cents. The rates were 
reduced after the shipments were made. The shipments involved 
were made in 1924. 


HAYDITE RATE UNREASONABLE 


The Commission, by division 4, in No. 19649, Haydite Co. vs. 
Gulf, Mobile & Northern et al., mimeographed, has found unrea- 
sonable the rate on haydite, carloads, from, Kansas City, Mo., to 
Mobile, Ala., to~the extent it exceeded, or may exceed, 22 cents. 
Commissioner Woodlock dissented. The new rate is to be made 
effective not later than July 1. 


CAB CURTAINS REQUIRED 

The Commission, in No. 19299, Railroad Commission of 
Wisconsin vs. Aberdeen & Rockfish et al. (mimeographed), in a 
report written by Commissioner McManamy, has found that, 
between November 1 and April 1, of each year, the safety of 
employes and travelers requires that, in the part of the country 
north of a line clear across the continent in the latitude of the 
line between Kentucky and Tennessee, locomotives be equipped 
with cab curtains and other contrivances to protect engine em- 
ployes from the cold. It has amended the safety rules. in ac- 
cordance with that finding and made the order operative Novem- 
ber 1, next. The commissions of a number of states and the 
engine brotherhoods backed the case. 





BOX SHOOKS RATE 

The Commission, by division 4, in No. 19505, American 
Crate & Basket Company vs. Union Pacific et al., mimeo- 
graphed, has found unreasonable the rate on box shooks, car- 
loads, from Denver, Colo., to Sioux City, Ia., to the extent it 
exceeded or may exceed, the rate of 34 cents contemporaneously 
applicable on shooks from Denver to Kansas City, St. Joseph, 
Atchison, Leavenworth, and Omaha. It has awarded reparation 
and ordered the carriers to establish the prescribed rate not 
later than June 25. Commissioner Woodlock, dissenting, said 
he did not regard the testimony as warranting a finding that 
the rate charged, 38 cents, on a minimum of 34,000 pounds, was 
more than a reasonable maximum one for the service rendered. 


SAND AND GRAVEL RATES 


A finding of unreasonableness and an award of reparation 
have been made in No. 19362, Northwestern Lumbermen’s Asso- 
ciation vs. Soo Line, mimeographed, as to the rates on ‘sand 
and gravel from Barrett and Spur No. 311, Minn., to Wyndmere, 
Adams, Vesta, and Nekoma, N. D. The Commission, by divi- 
sion 4, found the rates were unreasonable to the extent that 
they exceeded 4.5, 6, 6, and 6.4 cents, to Wyndmere, Vesta, 
Adams and Nekoma, respectively. Commissioner Woodlock, 
dissenting, said that his reasons for such dissent were those 
set forth by Commissioner Hall in the Hopeman case, 98 I. C. 
C. 361, in which he concurred. 


SLACK BARREL RATE CASE 


The Commission, by division 4, has dismissed No. 19341, 
Schaperkotter Cooperage Co. vs. Nickel Plate et al., mimeo- 
graphed, finding the applicable minimum on a carload of slack 
Woolen barrels, shipped from St. Louis, Mo., to Ambia, Ind., in 
1925, not unreasonable. It found the applicable minimum was 
11,200 pounds and the rate 70.5 cents and that the shipment was 
undercharged. 


FRESH TOMATO RATE 


The Commission, by division 4, in No. 18332, John F. Barker 
Produce Company et al. vs. Arizona Eastern et al., mimeo- 
sfaphed, has found unreasonable and unduly prejudicial the 
tate charged on seventeen carloads of fresh tomatoes shipped 
from San Blas, Mex., to Phoenix, Ariz., between April 19, 1924, 
and April 7, 1926, awarded reparation and indicated the reason- 
able basis for the future. No order requiring the establish- 
Ment of new rates was made because part of the transportation 
Was in Mexico. The Commission, however, found the rate was 
hot unreasonable or otherwise unlawful prior to November 15, 
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1925, but that on and after that day it was and would be unrea- 
sonable to the extent that it exceeded or might exceed $1.34, 
and that it was and for the future would be unduly prejudicial 
to Phoenix and unduly preferential. of Tucson to the extent 
that it exceeded or might exceed by more than 48 cents the 
rate contemporaneously’ maintained from San Blas to Tucson 
over the same route. The carriers in the United States are re- 
quired to establish not later than July 10 rates which will re- 
move the undue prejudice. ; 


PEACH RATE UNREASONABLE 


The Commission, by division 4, in No. 18649, Welch & Welch 
vs. Southern Pacific et al., mimeographed, has found applicable 
but unreasonable, a rate of $2595, on peaches, in baskets, car- 
loads, from Newcastle, Calif., to Chicago, Ill., to the extent it 
exceeded $1.73, the contemporaneous rate on peaches in crates. 
Because the peaches were in baskets instead of crates they were 
subjected to the 50 per cent penalty provided in the tariff. The 
Commission said that the defendants in this case were also 
defendants in Kloeber vs. N. P., 96 I. C. C. 437, in which it said 
it had found that the risk of damage to soft fruits appeared to 
be no greater in baskets than when in boxes and found unrea- 
sonable the rates on peaches in baskets, from points in the 
Yakima valley to the extent they exceeded rates on such fruit 
in boxes. 


UTAH-WYOMING BRICK RATES 


The Commission, by division 4, in No. 18384, Salt Lake 
Pressed Brick Co. vs. Denver & Rio Grande Western et al. 
(mimeographed), has found unreasonable, but not unduly preju- 
dicial as alleged, the rates on brick and related articles taking 
the same rate from Wilford and Harrisville, Utah, to destina- 
tions in Wyoming on the Union Pacific, Thayer Junction, to and 
including Howell, and to Superior, Wyo., the latter a branch 
line point. Reparation on shipments delivered since June 22, 
1923, and reasonable rates for the future were sought. This 
report also covers a sub-number, Ogden Pressed Brick & Tile 
Co. vs. Union Pacific et al. The Commission found that the 
rates had been and would be unreasonable to the extent they 
exceeded the following: Evanston, 13 cents; Bridger, 14 cents; 
Hampton, 15 cents; Granger, 15.5 cents; Peru, 16 cents, Green 
River, 16.5 cents; Rock Spring, 17 cents; Thayer Junction, 17.5 
cents; Superior and Hallville, 18 cents; Table Rock, 19 cents; 
Red Desert, 19.5 cents; Latham, 20 cents; Knobs, 20.5 cents; 
Rawlins and Parco, 21 cents; Dana, 21.5 cents; Medicine Bow, 
22 cents; Harper, 23 cents, and Howell, 23.5 cents. The rates 
mentioned are to be made effective not later than June 25. 


WOOL IN THE GREASE RATES 


The Commission, by division 3, in No. 19284, Boston Wool 
Trade Association vs. Abilene & Southern et al. (mimeographed), 
has found unreasonable, but not unjustly discriminatory or un- 
duly prejudicial, the rates on wool and mohair, in the grease, 
in carloads, from San Angelo, Tex., to Clinton, Mich., and Cleve- 
land, O., to the extent that they exceeded $1.67, and awarded 
reparation to that basis. It found that the present rates were, 
and for the future would be, unreasonable to the extent they 
exceeded, or might exceed, the contemporaneous fourth class 
rates from and to the same points found reasonable in Con- 
solidated Southwestern Cases, 123 I. C. C. 203. Inasmuch as 
the rates prescribed in that case will cause a widespread re- 
adjustment, the Commission said it seemed inadyisable to enter 
an order for the future in this proceeding, but that defendants 
would be expected to apply as maxima the rates prescribed 
in that case. 


LUMBER RATES WERE APPLICABLE 


The Commission, by division 4, has dismissed No. 19376, 
Flowers Lumber Company vs. Seaboard Air Line, mimeographed, 
finding applicable the rates charged on lumber, from Preston 
and Cusseta, Ga., to destinations in Florida. The shipments 
were made in 1925 and 1926. The Commission found that a 
15-cent factor was applicable to Jacksonville. It found both 
over and under charges, which it said should be adjusted. 


FUEL OIL CASE DISMISSED 


The Commission, by division 4, has dismissed No. 19566, 
United States Finishing Company vs. New Haven, mimeo- 
graphed, for lack of jurisdiction. It found that shipments of 
fuel oil, from East Providence to Darlington, R. I., in 1922-24, 
moved intrastate and that therefore the rates charged could 
not be considered by it. The complainant alleged the rate 
charged violated the first and fourth sections of the interstate 
commerce act. The oil was removed from a storage tank at 
East Providence after it had been placed therein after move- 
ment by rail or pipe line to Port Arthur, Tex., and thence by 
vessel to East Providence. The Commission said it was clear 
that the interstate movement ended upon its delivery to the 
Gulf Refining Company in its storage tanks at East Providence. 
It said that it had considered a similar situation in W. P. Ful- 
ler & Co. vs. S. P., 128 I. C. C, 199. It further said the present 
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case was similar to Atlantic Coast Line vs. Standard Oil Co. 
(no citation), decided by the Supreme Court of the United 
States, in which petroleum products, handled in-a manner al- 
most identical with that here, were held to have been intrastate 
shipments. 


CONSTRUCTION AUTHORIZED 


The Commission, by division 4, in finance docket No. 6424, 
construction of line by Mound City & Eastern, has authorized 
the applicant to build and operate a railroad, about 70 miles 
long, from Mound City to Leola, S. D., at an estimated cost of 
$997,340. The Commission criticized the plan for financing the 
road because it called for the issuance of securities with a face 
value of $1,300,000. The report said that nothing in it was to 
be construed to authorize the issue of any securities. The ap- 
plicant will have to come back for a certificate permitting it to 
issue securities. ; 

Objections to the construction were made by the Great 
Northern and the Soo Line. Only the latter appeared at the 
hearing. Some testimony of witnesses from villages on the 
Soo Line was to the effect that the new road was not needed. 
The Commission granted the applicant’s request for per- 
mission to retain excess earnings. The certificate provides for 
the construction of the line on or before December 31, 1929. 


WABASH BOND ISSUE LIMITED 


On the express.condition that the. Wabash shall not here- 
after sell, pledge, or otherwise dispose of 177,900 shares of the 
common stock of the Lehigh Valley without the consent of the 
Commission, the regulating body, in finance No. 6807, bonds of 
Wabash, has authorized the Wabash to issue $17,867,000 of re- 
funding and general mortgage 4.5 per cent gold bonds, series 
C, and sell the bonds at not less than 93 per cent of par and 
accrued interest to reimburse its treasury for expenditures for 
improvements and betterments’ made prior to January 1, 1925, 
the purchase of 96.63 per cent of the capital stock of the Ann 
Arbor, and for additions and betterments to be made in 1928. 
The bonds have been sold to Kuhn, Loeb & Co. at 93, subject 
to the Commission’s approval, so the cost of the loan to the 
Wabash will be approximately 4.875 per cent. 

Necessity for reimbursement of the Wabash treasury by 
this issue of bonds, the Commission thinks, arises, in large 
measure, from the fact that within the last year that carrier, 
without authority from it, has invested in Lehigh Valley stock. 
The Lehigh Valley stock impounded by the condition prescribed 
by the Commission just about covers the amount of that bond 


issue. In discussing the Lehigh Valley transaction the Commis- 
sion said: 


It appears that the applicant’s present cash 


osition is due in a 
large measure to the investment during the pas 


year, without au- 
thority from us, of $23,233,061.12 in 231,329 shares, or about 19.11 per 
cent, of the common stock of the Lehigh Valley Railroad Company 
at an average Pepcseee price of approximately $100,433 per share, 
for which $8,397,868.24 was paid in cash, $8,050,000 evidenced by a 
short-term note now to be retired, and $6,785,192.88 carried at present 
in open accounts with brokers. It further appears that, but for such 
investment and commitments in connection with the acquisition of 
the stock, the proposed issue of bonds based on accomplished and 
proposed capital expenditures in aggregate amount of $17,867,000 
would not now be necessary. ; 

While the applicant may have been justified in acquiring this 
stock for the purpose, as it states, of protecting its position in the 
Eastern Trunk Line situation, yet an entirely different situation 
would be presented, and one which might very well be said to be 
against the public interest, were the applicant to dispose of the 
stock and, after receiving the proceeds into its treasury as free 
assets, disburse them for other than capital purposes. Therefore, our 
order herein will provide that 177,900 shares of the common stock 
of the Lehigh Valley Railroad Company in which the applicant has 
made investment or commitments approximately equal to the prin- 
cipal amount of the bonds proposed to be issued shall not be dis- 
posed of by the applicant without our consent. 





FINANCE APPLICATIONS 


Finance ‘No. 6876. Detroit, Toledo & Ironton Railroad Co. asks 
authority to build approximately 9 miles of main line, double track, 
and approximately 10 miles of yard tracks, in connection with con- 
struction of a new yard at Lima, O., and trackage between the yard 
and the applicant’s main line. 

Finance No. 6877. Yazoo & Mississippi Valley Railroad Co. asks 
authority to issue $2,374,000 of 5 per cent gold improvement bonds, 
series Y, to reimburse its treasury for expenditures for additions and 
‘betterments and equipment. The bonds are to be delivered to the 
Illinois Central Railroad Co. in payment of advances for the pur- 
poses. indicated. 

‘Finance No. 6872. Warrior River Terminal Co., subsidiary of the 
Inland Waterways Corporation, the government’s barge line agency, 
asks authority to issue to the parent company two unsecured promis- 
sory notes, one for $619,801.47, and one for $19,837.42, to cover advances 
made by the latter. : 

Finance No. 6875. Union Pacific asks authority to issue $20,000,- 
000 of 40-year 4 £ yas cent gold bonds sold, subject to the Commission's 
approval, to Kuhn, Loeb & Co. at 90% and accrued interests. The 
proceeds will be applied to payment of $20,000,000 of applicant’s 
10-year 6 per cent secured gold bonds, 

Finance No. 6878. Southern Pacific Co., Southern Pacific Rail- 
road Co., Atchison, Topeka & Santa Fe Railway Co., Pacific Electric 
Railway Co., Los Angeles & Salt Lake Railroad Co., and the city of 
Los Angeles by its board of harbor commissioners ask authority un- 
der paragraph 18 of section 1 of the act for construction of ‘extensions 
of lines of railroad in Los Angeles, Calif., and under paragraph 1 
of section 5 of the act, for authority to pool certain of the fretghts 
of said railroad companies and to divide a certain portion of the 
aggregate proceeds of their earnings. The applicants desire to put 
into effect contracts providing, among other things, for the unified 
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operation, excepting passenger operations, of trackage owned or that 
may be owned b sppionss within the zone of operation at and in 
the immediate vicinity of Los Angeles Harbor, Calif. Under one of 
the contracts an agency of the member railroad com ies to be 
known as the Harbor Belt Line Railroad is to be established for the 
purpose of performing all necessary switching and handling of freight 
and freight cars within the zone of operation, and of performing all 
necessary freight terminal services of the member_companies, intra- 
terminal switching and other railroad terminal and accessorial serv- 
ices within the zone. Under the proposed plan all tracks and facil- 
ities will be unified and consolidated for freight operations. It is pro- 
posed to construct certain switching or connecting tracks at a cost 
of about $145,000. Applicants say that, under the unified operation 
plan, certain of the present rates charged for transportation of ship- 
ments between points in the zone will be reduced; that delivery of 
shipments to many points in the zone will be expedited, and that 
the cost of conducting switching operations of the member railroad 
companies probably will be reduced. The city of Los Angeles will 
not participate in the operations or share in the earnings derived 
therefrom save and except that the city will receive certain payments 
for use of its tracks and will have representation on the board of 
control and board of operation and will in addition have all its 
tracks and facilities within the zones of operation maintained at 
the expense of the belt line. 

Finance No. 6879. Yankton, Norfolk & Southern Railroad Co, 
asks authority to construct a new line of railroad from_ Yankton, 
S. D., in and through Crofton, Wausa, Osmond, Pierce, Hadar and 
Norfolk, Neb., a total distance of 65 miles. Applicant, a new com- 
pany, without relations with any railroad corporation, according to 
the application, says construction of the line is required to make 
avalletle a shorter haul and route to and from the northwest and 
the Great Lakes route. 





UNCONTESTED FINANCE CASES 


Report and modify order in F. D, No. 6525, modifying certificate 
issued November 12, 1927, so as to permit the Santa Fe to suspend 
or abandon operation of its line between Pueblo and Portland, Colo., 
for a period of time equal to the time during which it shall use 
and operate the part of the railroad of the Denver & Rio Grande 
Western Railroad Co. between the same points, approved. 

Report and order in F. D. No. 6800, authorizing the Albany Pas- 
senger Terminal Co. to issue $11,400 of capital stock, consisting of 
114 shares of the par value of $100 a share, said stock to be sold 
at oN than par and the proceeds used for the purposes stated, 
approved. 
oT inenaet and order in F. D. No. 6807, authorizing the Wabash 
Railway Co. to issue $17,867,000 of refunding and general mortgage 
4% per cent gold bonds, series C, said bonds to be sold at not less 
than 98 per cent of par and accrued interest, and the proceeds used 
for the _——— stated in the report, terms and conditions prescribed, 
approved. . 

- Report and order in F. D. No. 6825, authorizing the Chicago, St. 
Paul, inneapolis & Omaha Railway Co. to assume obligation and 
liability in respect of $480,000 of Chicago, St. Paul, Minneapolis & 
Omaha Co. equipment trust of 1917 certificates, series E, 
to be issued by the Farmers’ Loan & Trust Co. under an agreement 
dated February 5, 1917, as amended June 1, 1920; said certificates 
to be sold at not less than 102.016 per cent of par and accrued interest 
in connection with the procurement of certain equipment, approved. 

Report and order in F. . No. 6831, authorizing the Chicago & 
North Western Railway Co. to assume obligation and liability in 
respect of $2,145,000 of Chicago & North Western Railway Co. equip- 
ment trust of 1927 certificates, series U, to be issued by the United 
States Trust Co. of New York under an equipment-trust agreement 
dated January 6, 1927, and to be sold at not less than 101.655 per 
cent of agg and accrued interest in connection with the procurement 
of certain equipment, approved. 

Report and order in F. D. No. 6798, authorizing the St. Louis- 
San Francisco Railway Co. (1) to issue $30,979,700 of prior-lien mort- 
gage 5 per cent bonds, series B, said bonds, $15,571,600 additional 
prior-lien mortgage bonds, series B, and $1,079,578 of prior-lien mort- 
gage bonds, series A, to be pledged under the applicant’s consolidated 
mortgage to be dated March 1, 1928; (2) to issue $102,000,000 of con- 
solidated mortgage 4% per cent gold nds, series A, $10,000,000 of 
said bonds to be sold at not less than 94% per cent of par and accrued 
interest, and the proceeds used for the purposes stated in the report 
and $2,600,000 thereof to be pledged and repledged from time to time 
to and including December 31, 1922, as collateral security for short- 
term notes; (3) to issue $49,157,400 of 6 per cent preferred stock, con- 
sisting of 491,574 shares of the par value of $100 a share, said stock 
to be offered for subscription at par and accrued dividends to the 
holders of common stock of record at the close of business on March 
16, 1928, at the rate of three-fourths of a share of the new stock for 
each share of common stock held, the proceeds to be used for the 
por ses stated in the report; and (4) to assume obligation and 
iability, as guarantor, in respect of $20,496,500 of Kansas City, 
Fert Scott & Memphis Railway Co. refunding-mortgage bonds, and 
to pledge them, or cause them to be pledged, under applicant’s con- 
solidated mortgage to be dated March 1, 1928; terms and conditions 
prescribed, approved. 

Supplemental report and order in F. D. No. 6723, (1) authorizing 
the Seaboard Air Line Railway Co. to assume obligation and liability, 
as guarantor and otherwise, in respect of $1,200,000 of first-lien equip- 
ment-trust certificates, $426,000 of second-lien equipment-trust certl- 
ficates, and $28,977 of deferred equipment-trust certificates, to be 
issued by the ase National Bank of the City of New York; said 
first-lien certificates to be sold at not less than 97.719 per cent of 
par and accrued dividends, and the second-lien certificates and the 
deferred certificates to be sold at not less than par, in connection 
with e ————- of certain equipment; and (2) vacating and 
setting aside previous order, 138 I C. 259, authorizing the Sea- 
board Air Line Railway Co. to assume obligation and liability, as 
guarantor and otherwise, in respect of $740,625 of equipment-trust 
certificates and $246,875 of deferred equipment-trust certificates, ap- 


proved. 

Report and order in F. D. No. 6851, authorizing the Clinton-Okla- 
homa-Western Railroad Co. of Texas to issue $100,000 of capital stock, 
consisting of 100 shares of the par value of $1,000 each, said stock 
to be sold at and the proceeds.used for construction, approved. 

Report and certificate in F. D. No. 6774, authorizing the Spokane, 
Coeur d’Alene & Palouse Railway Co. to abandon two lines of rail- 
road in Spokane county, Wash. (that part of its railway in the city 
of Spokane beginning at. the intersection of its railway in Madelia 
Street with the south line of Trent Avenue and extending southerly 
along center line of Madelia Street to the north line of Sprague 
Avenue Froseses, 0.31 mile; and (2) that part of its railroad known 
as the wR lines, beginning at a point. 50 feet east of the 
east switch of the wye track at the intersection of Freya Street 
and Sprague Avenue and extending to a point 30 feet north and 6 
feet east of the southwest 5 pct of section 18, township 25 north, 
range, 44 east, Williamette Meridian,,a distance of 2.54.miles), 2P- 
proved. 
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May 12, 1928 


TRANSITED GRAIN RATES 


Examiner Jesse C. Harraman, in No. 20103, Pillsbury Flour 
Mills Company vs. Chicago Great Western et al., has recom- 
mended that the Commission find that the applicable rate, com- 
bination, on a carload of grain and grain products, shipped 
from Rogers, Neb., in 1925 to Buffalo, N. Y., milled into flour 
at Minneapolis in transit, was 58.5 cents and direct the carriers 
to collect an undercharge. The railroads collected a combina- 
tion of 53.5 cents. The complainant contended that the::ap- 
plicable combination was 48.5 cents. The rates assailed, the 
examiner said, were those on grain from Omaha to Minneapolis, 
and flour from Minneapolis to Chicago. The carriers collected 
16.5 cents Omaha to Minneapolis, and 6 cents Minneapolis to 
Chicago. The complainant claimed a rate of 17.5 cents from 
Omaha to Chicago via Minneapolis. It claimed the benefit of a 
joint through rate on grain from Pegram, Idaho, to Chicago, 
via the Union Pacific through Omaha and the Chicago Great 
Western, on which it said transit was allowed at Minneapolis. 
On that route, it was pointed out, Rogers, Neb., was inter- 
mediate between Pegram and Minneapolis. ‘ 

Harraman said the applicable rate from Omaha to Minne- 
apolis was 16.5 cents and 11 cents from Minneapolis to Chi- 
cago. The complainant contended that the item providing a 
specific rate of 11 cents between Minneapolis and Chicago on 
grain from Nebraska mills at Minneapolis was published with- 
out cancellation of a prior intermediate clause and that there 
being two rates the shipper was entitled to the lower. Harra- 
man said that while the tariff containing the rules quoted by 
him might be made somewhat clearer there was no doubt as to 
its application. . 

The examiner said that the record showed that many other 
shipments were made between April 17 and July 15, 1926, on 
which charges were collected at 6 cents instead of 11 cents, 
Minneapolis to Chicago, and that the carriers should imme- 
diately take proper steps to collect undercharges on all such 
shipments. 7 


COMMON SAND RATE CASE 


Examiner Paul Coyle, in No. 20023, American Cellulose & 
Chemical Manufacturing Co., Ltd., vs. Pennsylvania et al: has 
recommended that the Commission find unreasonable, and in 
violation of the aggregate of intermediates part of the fourth 
section, the rate on common sand, from Menantico, ‘N. J., to 
Amcelle, Md., to the extent it exceeded or may exceed $5.70 
per net ton, prescribe that rate and award reparation. He said 
the Commission should find not unreasonable or otherwise un- 
lawful the rate on gravel from and to the same points. 


COKE RATE UNREASONABLE 


Examiner Philip S. Peyser, in No. 20427, N. Riskin & Son vs. 
Erie et al. has recommended that the Commission find un- 
reasonable the rate on coke from Ensley, Ala., to Passaic, 
N. J., to the extent it exceeds or may exceed $9.54 per net ton. 
He said the Commission should find that the applicable rate 
was 81 cents per 100 pounds, waive the collection of under- 
charges and prescribe the rate of $9.54. 


DRY GOODS CHARGE INAPPLICABLE 


Examiner Philip S. Peyser, in No. 20281, Sunbury Con- 
verting Works vs. Colonial Navigation Co. et al. has recom- 
Mended that the Commission find inapplicable the transfer 
charge between piers in New York on L. C. L. water-and-rail 
shipments from Providence, R. I., to Sunbury, Pa., and award 
reparation. The shipments were of dry goods. A transfer 
charge of 9 cents per 100 pounds was collected for transfer 
from Pier 44 to Pier 39. The finding of inapplicability is as 
to the period between June 16, 1924, and August 1, 1926. Im- 
position of the transfer charge followed the transfer of. the 
Colonial company’s terminal from one pier to another, without 
change in tariff. On August 1, 1926, the tariff was changed 
80 as to show Pier 44 as the terminal. Peyser said the appli- 


cable tariff in that period might properly be considered as a . 


holding out, by the defendants, of delivery at Pier 39 on the 
same basis as before removal to the new pier. 


SPELTER RATES PREJUDICIAL 


Examiner W. M. Carney, in No. 20079, Newport Rolling Mill 
Co. vs. Santa Fe et al., has recommended that the Commission 
find, not unreasonable, but unduly prejudicial, the rates on 
Spelter, carloads, from points in Arkansas, Oklahoma, Missouri 
and Kansas to Newport, Ky., prescribe new ones and deny rep- 
aration. Newport, being within the Cincinnati switching dis- 
trict, takes Cincinnati rates. The complaint alleged the rates 
unduly preferred Milwaukee, Wis., Gary and Indiana Harbor, 
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Ind., taking Chicago rates. The examiner said the Commission 
should find the assailed rates unduly prejudicial to Cincinnati 
and unduly preferential of the competitors of the complainant 
to the extent they exceeded or might exceed the contempora- 
neous rates to Chicago. He said there was not sufficient. evi- 
dence of record to award reparation on account of the undue 
prejudice. 


POTATO RATES APPLICABLE . 


Examiner P. F. Mackey has recommended the dismissal of 
No. 19723,.Stein Potato Co. vs. Soo Line, on a finding that the 
rates charged on a carload of potatoes shipped from Hazelridge, 
Manitoba, in 1925, to Chicago, Ill., were applicable. The com- 
plaint alleged they were inapplicable. The examiner found that 
the complainant failed to record the inbound freight bill in 
accordance with the transit rules when the shipment was stopped 
at Minneapolis, Minn. By reason of the failure to record the bill 
the complainant had to pay higher charges from the transit 
point than if the bill fad been recorded. 


SLIGO RULE LUMBER CASE 


Examiner P. F. Mackey, in No. 20354, S. Li Culler Lumber 
Co. vs. Chicago & Eastern Illinois et al., has recommended that 
the Commission find inapplicable the rate charged on lumber, 
from Buick, Mo., to Hillsdale, Mich., shipped in 1925 and 1926, 
to the extent it exceeded 41 cents and award reparation. The 
principle that where one of the tariffs used in making the com- 
bination on through shipments authorized the use of the com- 
bination rule, the examiner said, there was a holding out to 
the shipper of the manner of constructing rates which the car- 
rier publishing the tariff had to protect, had been followed in 
many cases, including Culler Lumber Co. vs. Burlington, 128 
I. C. C. 723. He said no reason appeared why it should not be 
followed in this case. coy 


CHEESE CASE DISMISSED 
Examiner E. L. Glenn has recommended the dismissal of 
No. 20484,.Cudahy Packing Co. vs. Burlington et al., on a- finding 
that the rates charged on carload and less-than-carload ship- 
ments of cheese from Fond du Lac, Wis., to Peoria, Ill., between 
July 19, 1924, and June 25, 1927, were applicable. The case 
was one of tariff interpretation, the allegation in the complaint 

having been that the rates were inapplicable. 


COCOA POWDER RATE CASE 
Examiner P. F. Mackey has recommended the dismissal of 
No. 19647, H. B. Hunter Co. vs. New Haven et al., on a finding 
that the rate on cocoa powder, in bulk, in barrels, carloads, from 
Stamford, Conn., to Norfolk, Va., is not unreasonable. The re- 
port also eovers a sub-number, Same vs. Same. 


GRAPE RATES UNREASONABLE 


A finding of unreasonableness and awards of reparation 
have been recommended by Examiner P. F. Mackey, in No. 
19501, John Arko et al. vs. Santa Fe et al., as to rates and the 
charges thereunder, on grapes, carloads, from producing points 
in California to destinations in Minnesota, within a radius of 
about 100 miles from Duluth. The cases were filed after the 
Commission’s decision in Hansen-Peterson Co. vs. Santa Fe, 113 
I. C. C. 575, for reparation and rates on the basis therein ap- 
proved. In that case the Commission found unreasonable the 
rates on peaches and grapes to the extent they exceeded the 
commodity rate of $1.73 to Duluth, a more distant point, and 
awarded reparation on shipments moving after January 22, 1923. 
In this case the examiner said the carriers admitted unreason- 
ableness as to the charges on shipments moving after January 
22, 1923, except to destinations on the Iron Range Railroad via 
Virginia, Minn. Complainants offered to bring in allegations of 
overcharges on icing but the carriers objected and the case was 
not widened. As to shipments via Virginia, the examiner said 
they were made prior to the restricted routing published by the 
Iron Range and therefore were not affected by the restriction. 
Most of the. testimony, the examiner said, was as to the making 
of shipments. He dealt with the claims in detail, pointing out 
which ones should be dismissed, those not recommended for dis- 
missal being set forth in a separate appendix. He said the rates 
should be found unreasonable to the extent they exceeded $1.73, 
and reparation awarded to that basis. 


PETITIONS FOR REHEARING. ETC. 


No. 19542, the Barrett Co. vs. Baltimore & Ohio ef-al. The 
complainant has petitioned for reconsideration of report and 
order, dated March 24, 1928, and for argument before the full 
Commission. 

Agent Boyd has filed a petition requesting further postpone- 
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ment of the effective date of fourth section order No. 7260, 
western cement rates, entered in fourth section application No. 
54, and others, in connection with I. C. C. docket No. 8182. 

The Western Maryland Railway Co. has filed a petition re- 
questing modification of fourth section order No. 9728, lumber to 
points in Pennsylvania, entered in fourth section application 
No. 13287. : 

No. 18706, Illinois Steel Bridge Co. vs. Santa Fe et al. De- 
fendants ask for reconsideration. 

No. 15026, Oklahoma Millers’ League vs. Alabama & Mis- 
sissippi et al. Southwestern lines ask for reconsideration of 
decision of April 2, 1928, and for vacation of order. 

No. 18182, J. A. Folger & Co. vs. Santa Fe et al. The com- 
plainant has petitioned for reconsideration therein on the sole 
question of increasing the award of reparation to rate of 62.5 
cents instead of 75 cents per 100 pounds. 

No. 14890, Haydite Co. et al. vs. Santa Fe et al. and cases 
grouped therewith. Complainants ask for reconsideration and 
modification of the report and order entered October 10, 1927, 
132 I. C. C. 132, wherein reparation was denied on shipments 
of crude and fuel oil from points in Kansas where a rate of 
17% cents per 100 pounds was charged and where higher per 
car charges were assessed than was contemporaneously collected 
on the more valuable refined oils, carloads. 

No. 15216, John M. Buckland, trading as National Slag Co. 
vs. Boston & Albany et al. Defendants ask for further con- 
sideration. 

No. 16448 (and Sub. 1), Parkersburg Rig & Reel Co. vs. 
Baltimore & Ohio et al. Defendants petition for reconsideration 
of Commission’s report and order herein, dated March 13, 1928. 

No. 18182, J. A. Folger and Co. vs. Santa Fe et al. Car- 
riers defendant petition for reconsideration by entire Commis- 
sion of the decision of division 2, solely as to reparation. 

No. 18366, Muscle Shoals Traffic Bureau vs. Abilene & 
Southern et al. Complainant petitions for reopening and re- 
consideration by entire Commission or by division 3, as to the 
reasonableness of the rates in the past and as to reparation; 
also for authority, permitting Carter Grocery Co. to intervene 
or to be treated as a party to the original complaint so as to 
be awarded reparation. 

No. 15584 (and cases grouped therwith), Midcontinent Oil 
Rates, 1925. Western Trunk Lines and Northern Lines peti- 
tion for (a) order postponing effective date of orders in No. 
16309, South Dakota Independent Oil Jobbers’ Assn. vs. Santa 
Fe et al., and No. 17304, International Oil Co. et al. vs. Abilene 
& Southern et al.; (b) order vacating in part orders in No. 
15584, Sinclair Refining Co. et al. vs. Ahnapee & Western et al. 
and associated cases; (c) rehearing. 

No. 18208, Sub. No. 4, Oklahoma Portland Cement Co. vs. 
Santa Fe et al. Defendants petition for reargument and/or 
reconsideration. 


COMMISSION ORDERS 


No. 20730, the Shenandoah Boxboard Corp. vs. Akron, Can- 
ton & Youngstown et al. West Virginia Pulp and Paper Co. 
permitted to intervene. ; 


No. 20312, Doughty-McDonald Grocery Co. et al. vs. Santa 
Fe et al. Sayre Wholesale Grocer Co. permitted to intervene. 

No. 20626, El Campo Rice Milling Co. et al. vs. Santa Fe 
et al. Chamber of Commerce of Houston, Tex., and Board of 
Commissioners of Harris County-Houston Ship Channel Naviga- 
tion District permitted to intervene. 

No. 20729, Marley Paper Manufacturing Co. vs.. Akron, Can- 
ton & Youngstown et al. West Virginia Pulp & Paper Co. per- 
mitted to intervene. 

No. 20809, Birmingham Traffic Assn. vs. Illinois Central et 
al. Jefferson Island Salt Mining Co. permitted to intervene. 

No. 20844, Americus Grocery Co. et al. vs. Alabama Great 
Southern et al. Jefferson Island Salt Mining Co. permitted to 
intervene. 

No. 15777, Derby Oil Co. et al. vs. Santa Fe et al. The re- 
port and order entered in this proceeding on March 22, 1928, 
has been modified by eliminating all references to the estab- 
lishment of rates on lubricating oils, in carloads, from Cornell, 
Tex., to Wichita, Kan. 

17329, American Distilling Co. vs. Akron, Canton & Youngs- 
town et al. The order entered in this proceeding on April 2, 
1928, which was by its terms made effective June 18, 1928, on 
30 days’ notice, has been modified so that it will become effective 
September 18, 1928. 

Finance No. 6754, in the matter of the application of the 
Pittsburgh, Lisbon & Western for a certificate to construct ex- 
tensions of its line of railroad in the states of Ohio and Penn- 
sylvania, and finance No. 6755, in the matter of the application 
of the Montour Railroad for authority to acquire control of 
Pittsburgh, Lisbon & Western, by purchase of its capital stock. 
Pennsylvania Railroad permitted to intervene. 

No. 17824, Lumberton Broom and Mop Handle Factory, Inc., 
et.al. vs. Akron, Canton & Youngstown et al., and No. 17879, 
White Products Co. vs. Abilene & Southern et al. The order 
entered in these proceedings on March 16, 1928, which was by 





Vol. XLI, No. 19 


its terms made effective May 15, 1928, on 5 days’ notice, has 
been modified so that it will become effective on July 15, 1928. 

Finance No. 6419, extension of line by Lake Erie & Fort 
Wayne. The time prescribed in said certificate and order within 
which the Lake Erie & Fort Wayne Railroad shall complete 
the construction of the extension therein authorized has been 
extended to May 15, 1928. 

No. 16258, Grand Island Chamber of Commerce vs. Burling. 
ton et al. The order entered in this proceeding on March 9, 
1928, has been modified so as to permit defendants to establish 
rates in compliance therewith upon not less than five days’ 
notice to the Commission and general public by posting and 
filing in manner required by law, but in all further respects the 
said order shall remain in full force and effect. 

No. 20573, Reading Steel Casting Co. et al. vs. New Haven. 
Jenkins Bros.; the Washburn Wire Co.; the Eastern Malleable 
Iron Co.; the Peck, Stow & Wilcox Co.; Landers, Frary & 
Clark; the Balknap Manufacturing Co.; the American Hardware 
Corp.; and North & Judd Manufacturing Co. have been dis- 
missed as parties complainant thereto. 

No. 20844, Sub. 1, Kingman & Everett, Inc., et al. vs. Ala- 
bama Great Southern et al. Myles Salt Co., Ltd., permitted to 
intervene. 

No. 20917, Wisconsin Paper & Pulp Manufacturers’ Traffic 
Assn. vs. Chicago & North Western et al. American Newspaper 
Publishers’ Assn. permitted to intervene. 

No. 20778, Fort Smith Traffic Bureau et al. vs. Arkansas 
Valley Interurban et al., and No. 20775, Southwest Utility Ice 
Co. et al. vs. Santa Fe et al. Jefferson Island Salt Mining Co. 
permitted to intervene. 

No. 20795, Acker and Cook et al. vs. Santa Fe et al. Colo- 
rado and New Mexico Coal Operators’ Assn. permitted to inter- 
vene. 

No. 20545, Sub. 5, Cushnoc Paper Corporation et al. vs. 
Baltimore & Ohio et al. Publishers’ Assn. of New York City 
and American Newspaper Publishers’ Assn. permitted to inter- 
vene. 

No. 16148 (and Sub. No. 1), Sinclair Wyoming Oil Co. vs. 
Chicago & North Western et al., and No. 16696 (and Sub. Nos. 
1 and 2), Sinclair Crude Oil Purchasing Co. vs. Chicago & Alton 
et al. The order of March 15, 1928, has been modified so as 
to permit defendants to establish rates in compliance therewith 
upon not less than 10 days’ notice. 

Finance No. 6754, in the matter of the application of the 
Pittsburgh, Lisbon & Western for a certificate fo construct ex- 
tensions of its line in Ohio and Pennsylvania. Pittsburgh & 
Lake Erie permitted to intervene. 

No. 20677, Escanaba Paper Co. et al. vs. Abilene & Southern 
et al. International Paper Co.,. Canadian International Paper 
Co. and Wisconsin Paper & Pulp Manufacturers’ Traffic Associa- 
tion permitted. to intervene. 

Finance No. 6401, abandonment of line by Thornton & Alex- 
andria. The last ordering paragraph of the certificate and order 
of March 31, 1928, has been amended to read: “And it is fur- 
ther ordered, That the application.in said proceeding so far as 
it pertains to the abandonment of that portion of the Thornton 
& Alexandria Railway Co.’s line of railroad in Calhoun county, 
Arkansas, described in the application and report aforesaid, 
extending from Tinsman through Rock Island Junction to Hamp- 
ton, be, and it is hereby, denied.” 

No. 20703, Boston, Wool Trade Assn. et al. vs. Aberdeen 
& Rockfish et al. Swift & Co. and Swift Wool Co. permitted 
to intervene. 


Finance No. 6755, in the matter of the application of the 
Montour Railroad for authority to acquire control of the Pitts- 
burgh, Lisbon & Western by purchase of its capital stock. 
Pittsburgh & Lake Erie permitted to intervene. 

No. 19106, Beaman Elevator Co. vs. Chicago & North West- 
ern et al. The order entered in this proceeding on March 5, 
1928, which was by its terms made effective May 5, 1928, on 
five days’ notice, has been modified so that it will become effec- 
tive on June 15. 


No. 20817, Minnesota and Ontario Paper Co. et al. vs. Mis- 
souri Pacific et al. Wisconsin Paper & Pulp Manufacturers’ 
Traffic Assn.; International Paper Co.; and Canadian Interna- 
tional Paper Co. permitted to intervene. 


No. 20817, Minnesota and Ontario Paper Co. et al. vs. Mis 
souri Pacific et al, and No. 20677, Escanaba Paper Co. et al. 
vs. Abilene and Southern et al. Crown Williamette Paper Co. 
permitted to intervene. 

No. 16930, Dillman Egg Case Co. et al. vs. Santa Fe et al. 
Effective date of order has been postponed until August 14, 1928. 

No. 17427, American Sugar Refining Co. vs. Atlantic Coast 
Line et al. The order entered in.this proceeding on March 11, 
1928, which was by its terms made effective May 20, 1928, oD 
five days’ notice, has been modified so that it will become effec 
tive on June 26, 1928. 


FINAL VALUATION REPORTS 


Valuation No. 786, Davenport, Rock Island & North Western 
Railway Co., opinion No. B-658, 137 I. C. C. 738-60, final value for 
rate-making purposes of owned and used property found to 
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$2,793,248; of owned but not used, $2,511; and of used but not owned. 
$9,773, as of June 30, 1918. 

Valuation No. 1035, St. Louis, Troy & Eastern Railroad Co. et al., 
opinion No. B-656,; 137 I. C. C. 668-96, final value for rate-making pur- 
poses of owned and used property of the St. Louis, Troy & Eastern 
found to be $1,290,838; and of property used but not owned, $172,560, 
as of June 30, 1919. Final value of St. Louis & Illinois Belt Railway, 
owned but not used, leased to St. Louis, Troy & Eastern, found to 
be $172,000, as of June 30, 1919. - 

Valuation No. 1053, Minnesota Transfer Railway Co., opinion 
No. B-655, 137 I. C. C. 639-67, final value for rate-making purposes 
of owned and used property found to be $4,279,000, and of property 
used but not owned, $82,251, as of June 30, 1919. 


SUSPENDED TARIFFS 


In I. and S. No. 3104, the Commission has suspended from 
May 10, until December 10, schedules as published in the follow- 
ing tariffs: Boston & Albany: Supplement No. 4 to I. C. C. No. 
9024; Supplement No. 1 to I. C. C. No. 9034. Boston & Maine: 
Supplements Nos. 21 and 22 to I. C. C. No. A-2598; Supplements 
Nos. 29 and 30 to I. C. C. No. A-2600.. The suspended schedules 
propose to cancel the less-than-carloads commodity rates on 
woolen mill supplies such as acids, cotton or woolen machinery, 
rags, shoddy, wool, wool noils, wool tops, wool waste and cotton 
or woolen yarn from Boston, Cambridge, Worcester and various 
other points in Massachusetts to destinations in New Hamp- 
shire and Vermont, which would have forced the use of higher 
class rates in lieu thereof. 


HOCH-SMITH LIVE STOCK 


This week in the hearing in docket 17000, part 9, live stock, 
western district rates, at Chicago before Examiners Stiles and 
Parker, was principally taken up with the presentation of tes- 
timony by witnesses for the Iowa, Kansas, and Wisconsin con- 
missions. 

Cc. A. Hamson, rate expert, Iowa commission, presented 
testimony for the purpose of getting before the Commission a 
picture of the situation in that state. Among other things, he 
made rate comparisons for the purpose of showing that the rates 
from eastern Iowa to Chicago were higher than from Wisconsin 
points. 

Knute Espe, Des Moines, representing the Iowa Cooperative 
Live Stock Shippers, introduced testimony of an economic nature, 
facts as to the handling of the traffic in Iowa, and other mat- 
ters.. In particular, he stressed the importan¢e of the hog-rais- 
ing industry to the Iowa farmer and the great production there. 
Forty per cent of the income of the Iowa farmer is derived from 
hogs, according to his testimony. There are only a few counties 
in the country, outside of Iowa, that have as great a hog density 
as Iowa as a whole, he said. On the basis of figures compiled by 
the bureau of labor, he said, the farmer was not in as good 
condition in 1927 as in 1925. His purchasing power was low in 
1921, he said, following which there were four years of slow 
recovery, but in 1927, on the basis figured, he was three points 
worse off than in 1925. Among other things that, he said, had 
contributed to the unsatisfactory condition of the live stock in- 
dustry, was unemployment, that curtailing the demand for prod- 
ucts of the industry in 1927, he said. 

A. Sykes, of Ida Grove, Ia., an Iowa farmer and banker, 
declared that the live stock industry was in no condition to 
stand increased freight rates. He said it was rare that the 
producer and feeder of live stock made money at the same 
time. At present, according to him, the producer is making 
money and the feeder is losing. — tg 

The testimony of J. W. Scott, chief accountant of.the Kan- 
sas commission, was almost entirely in the nature of criticism 
of proposals to apply the same: level of rates throughout “valley” 
territory, with ..particular reference to the. testimony of C. B. 
Bee, of the Oklahoma commission, on that point. - He presented 
an exhibit. showing the decreasing earnings of the southwestern 
roads in recent. years, which, he said, was the result of the 
tendency to ignore differences in traffic density. Tle density 
in Oklahoma, he said, was only 84 per cent of the Kansas density. 
In view of that, he held, there was no justification for the same 
level of rates in the two states. It was his opinion that, if 
the scale prescribed fh docket 15686 was. found to be reason- 


able for Oklahoma, the rates in Kansas should not be more ° 


than 85 per cent of that, and, on the heavy density lines moving 
in to Kansas City, not more than 80 per cent. 

On the basis of comparisons between rates in Wisconsin 
and various scales in the same general territory, W. F. Ehmann, 
of the Wisconsin commission, declared that “this shows the 
scales in Wisconsin are very much higher.” He said he felt 
that Wisconsin was entitled to a material reduction in rates 
and he particularly objected to any change in the present 
mixing rule, as proposed by the carriers. Wisconsin was a 
diversified farming country, he said, and more than half of the 
live stock was shipped in mixed carload lots. He asked to 
retain stocker and feeder rates at 75 per cent of the fat cattle 
rates and feeding in transit, where such privileges now existed. 
Among the exhibits he introduced was one purporting to show 
that from 395 stations on the C. & N. W. in Wisconsin the car- 
tiers’ proposals would mean an average increase of $11.81 a 
car on cattle traffic to Chicago, which amounted to an increase 
of slightly more than 23 per cent. In-the same way he showed 
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that the increase on the hog traffic would be more than 25 per 
cent. 

C. E. Schreiber, statistician, Wisconsin commission, made 
comparisons between revenues and expenses accruing to the 
portions of roads within Wisconsin with the revenues and ex- 
penses of the roads as a whole. According to his figures, the 
portions of the roads within Wisconsin showed earnings of 
5.42 per cent, in 1925, and 6.04 per cent, in 1926, as against 
4.08 for the entire systems, in 1925, and 4.46 per cent, in 1926. 
In so far as the figures for the portions of the lines in Wiscon- 
sin were inaccurate, according to him, they underestimated the 
Wisconsin earnings. 

Testimony of an economic nature, the general purport of 
which was that the farmer was not prospering, was introduced 
in behalf of the Wisconsin commission by the following: P. E. 
MeNall, professor of economics, University of Wisconsin; W. G. 
Patterson, farmer, Evansville; J. E. Cashman, farmer and mem- 
ber of the state legislature, Kewanee county; C. F. Schwenker, 
commissioner of banking, state of Wisconsin; and R. E. Reyn- 
olds, farmer, Lodi. 

On the basis of a study of system costs for the Great North- 
ern, Northern Pacific, and Soo Line, L. R. Bitney, statistician, 
Minnesota commission, worked out yard-stick costs for the trans- 
portation of cattle showing a cost of 8 cents at 10 miles, 10 
cents at 50 miles, 13 cents at 100 miles, and 30 cents at 400 
miles. He also presented yard-stick costs based on a study of 
all the Class I roads in W. T. L. territory, which followed very 
closely that worked out as a composite for the three named 
lines. At 400 miles it showed a cost of 31 cents. He com- 
pared those costs with the carrier’s proposed rates of 12, 13 
and 14 cents, at 10 miles, under scales 1, 2 and 3, respectively, 
running up to 39, 43 and 45 cents, respectively, for 400 miles. 
Under the carriers’ proposals, he said, scale 2 would be applied 
in northern Minnesota, which, on the basis of costs, was a par- 
ticularly favorable territory. Scale 2 would be applied in east- 
ern North and South Dakota, and scale 3 in those states west 
of the Missouri River. He contended that the same level of 
rates should be applied throughout. The composite average 
costs for the three systems in the states of Minnesota, North 
Dakota, South Dakota, Wisconsin, and Montana, he said, showed 
the cost a ton mile to be 6.84 mills, as against a cost of 10.5 
mills for operations on the same lines outside of those states. 
“It is obvious that the level of yard-stick rates built up from 
system average costs is amply high for application in the low- 
cost territory,” he declared. 

Others who testified were as follows: E. B. Wilds, Mitchell, 
S. D.; J. B. Wilson, Oran, Wyo.; Charles A. Clark, Lemon, 
S. D.; J. M. McGreer, Coburg, Ia.; C. E. Dawson, traffic manager, 
Decker & Sons, Mason City, Ia., and D. L. Kelley, South Dakota 
commission. 


HOCH-SMITH FURNITURE 


Carriers in C. F. A., Eastern Trunk Line, New England, and 
Western territories proposed to eliminate all exceptions to the 
classifications and commodity rates on furniture and substitute 
the classification basis, at the hearing in docket 17000, part 5, 
furniture, this week at Chicago before Examiner Barclay. The 
transcontinental carriers, according to T. M. Sloane, member 
of the rate committee, Transcontinental Lines, proposed no 
changes in the carload rates. He said he believed any increases 
would have the effect of reducing the revenues of the carriers 
he represented, rather than increasing them, because of com- 
petition via the Panama Canal. He suggested that, if any 
changes were to be made, there might be some need for reduc- 
tions in certain rates because of that competition. 2g 

While, in general, the Eastern Trunk Line and New England 


_ carriers were asking that the traffic be put on the classification 
. basis, as testified by A. H. Greenly, of the Official Classification 


Committee, there were a few commodity rates they wished to 


leave in effect until the new class rates were put into effect 


following final disposition of the eastern class rate case. He 
explained that as due to the inequalities existing in the present 
class rates. He said that, when the new class rates went into 
effect, the carriers would expect to cancel such commodity rates 
as they were asking be retained. ‘ 

Mr. Greenly was on the stand at two different times, at 
first for the purpose of introducing the changes proposed by the 
carriers as to less-carload ratings. Of 377 items in the classi- 
fications, according to his testimony, the shippers and carriers 
had agreed on teh ratings of 63* per cent of that number in 
Official territory, 68 per cent in Southern territory, and 65% 
per cent in Western territory. Of the remainder, the carriers 
proposed increases on 22% per cent and reductions on 14 per 
cent, in Official territory; increases on 25 per cent and decreases 
on 7 per cent, in Southern territory, and, in Western territory, 
the proposals involved increases on 23 per cent and decreases 
on 11% per cent. In arriving at the ratings on thé items. with 
respect to which carriers and shippers were not able to 
agree a table had been used, the elements of which were ob- 
tained from an examination of decisions of the Commission 
involving ratings, he explained. The elements of that were that 
an article weighifig three pounds or less was to be rated three 
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times first class, with the other “pegs” as follows: 6 pounds, 
1% times first class; 8 pounds, 1% times first class; 10 pounds, 
first class; 12 pounds, second class. The application of the 
table to the items was not ironclad, he said, as value and the 
other characteristics, generally considered, received their proper 
weight. In that connection, he said the suggestion of the ship- 
pers’ committee that value be not considered except when it 
lay between the range of 15 and 25 cents a pounds, had been 
complied with. The average value of furniture, he said, was 
20 cents a pound. Furniture “wrapped” was generally rated 
higher than “crated,” he said. 

W. J. Kelly, of the auxiliary committee of the Central Freight 
Association, said the lines he represented proposed to substitute 
the classification basis within C. F. A. territory in all instances 
where there were commodity rates or exceptions to the classifi- 
cation. He detailed the history of the establishment of rates 
lower than the classification basis and showed the earnings 
under the present and proposed rates in support of the proposed 
changes. He said the original reason for the establishment of 
commodity rates was an attempt, years ago, to meet competi- 
tion from without the territory. Illustrative of the unsatisfac- 
tory results that followed the establishment of rates below the 
classification basis and the need for revision, he. said, hardly 
a week went by but that complaints were received from shippers 
or receivers asking reductions because someone else had lower 
rates. Approximately 80 per cent of the furniture movement 
in the territory was on the class rate basis, as against 20 per 
cent on exceptions to the classification or commodity rates, he 

d 


Testimony with respect to the proposals of the western 
carriers was introduced by R. C. Fyfe, chairman of the Western 
Classification Committee. He proposed the elimination of all 
exceptions to the classification and commodity rates, in support 
of which he introduced a large volume of testimony as to earn- 
ings under present and proposed rates. He also proposed sec- 
ond class, with a minimum of 10,000 pounds, on chairs, in lieu 
of the present third class rating. 


Prior to the introduction of the carrier testimony, B. F. 
Bohman testified in connection with docket 20597, Heywood- 
Wakefield Company against the Atlantic Coast Line and others, 
which was consolidated with the general case, and general tes- 
timony was introduced by Elmer W. Hanak, general traffic man- 
ager, the Simmons Company; J. A. Whitworth, Grand Rapids, 
manager of the Associated Office Furniture Manufacturers and 
manager of the Desk Manufacturers’ Institute; and A. T. Cobb, 
Rochester, N. Y., general manager, Yawman & Erbe Manu- 
facturing Company, president and chairman of the Office Equip- 
ment Traffic Association. 


The Heywood-Wakefield case involved the ratings on fiber 
furniture, L. C. L., from Baltimore, Md., to South Carolina, the 
complainant charging prejudice as against the intrastate move- 
ment from Columbia, S. C. Mr. Bohman explained that the 
situation was the result of a decision of the South Carolina 
commission in which it had found that fiber furniture was wood 
furniture wrapped with fiber. He contended that the principle 
on which the decision was made was sound. The lower rating 
that had been accorded in South Carolina, however, he said, 
was prejudicial to the movement from Baltimore. He maintained 
that the interstate rating was unreasonable, but that whatever 
the Commission found to be reasonable interstate should be 
applied intrastate. : 


: Mr, Hanak suggested that furniture be rated 60 per cent of 
first class, with a:minimum of 12,000 pounds, 50 per cent, with 
an..18,000-pound minimum, and 40 per cent, with a 24,000-pound 
minimum. Serious -consideration: should. be given to the ques- 
tion as to whether manufacturing plants: were to be established 
generally. over -the- country, or whether they were to be.-re- 
stricted. to, a relatively. few localities where they. had already 
developed, he -said.. He pointed out that various household 


articles. with the same applicable minimum weights and lewer 


sweets 


received lower ratings than bedroom furniture. He contended 
that car-mile earnings were not, in and of themselves;.-a- fair 
method of comparison in determining the reasonableness of.rates. 
High car-mile.earnings on traffic that produced no further reve- 
nue to the carriers were not properly comparable to earnings 
on traffic that. had a number of movements, he said. He gave 
a detailed account of the traffic of his company, showing the 
average loadings, average distance of the movements from the 
various plants, and average earnings. 


Mr. Whitworth said the interests he represented manufac- 
tured approximately two-thirds, in value, of the wooden office 
desks of the country. He contended fhat the less-carload rating 
on. wooden office. desks should not be in excess of 144 times 
first class, in ali territories, and might properly replace the 
present ratings of first class in Southern and Western terri- 
tories and 1% times first class in Official territory. The car- 
riers proposed 1% times first class in all territories, he said. 
He further said the interests he represented desired to retain 
the right to ship their product either crated or burlapped and 
to have incorporated in the classification a separate description 
of office desks, both wood and steél, as distinct from the present 
description, N. O. I. B. N. On the basis of information obtained 
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from a questionnaire sent out to the member firms of his organ- 
izations, he said, the average weight was 5.1 pounds a cubic 
foot and the average value 21 cents a pound. Steel desks were 
rated first class in all territories, he said, and the carriers pro- 
posed to continue that rating. Because of the active compe- 
tition between the two types, he said, there should not be a 
spread between the two of more than 25 per cent. 

Mr. Cobb, who represented manufacturers of both steel and 


wooden desks, made requests identical with those of Mr. Whit- 
worth. 


The complaint in docket 19532, National School Equip- 
ment Company and others against the A. T. & S. F. and others, 
consolidated with the general case, was withdrawn by J. W. 
Goodman, in behalf of the complainants. 


SOUTHERN FURNITURE RATES 


A definite and comprehensive compromise basis for the 
settlement of the controversy about southern furniture rates 
growing out of the Southern Class Rate Investigation and docket 
No. 14898, the so-called Memphis furniture rate case, has been 
suggested by Director Hardie, of the Commission’s bureau of 
traffic, to representatives of shippers and carriers. It provides 
for the cancellation of all less-than-carload commodity rates, as 
proposed by the carriers, as a result of the Southern Class Rate 
Investigation, and the making of carload rates in Southern and 
Official territories on the basis of 60 per cent of first class in 
the southern scale. 

Negotiations have been going on for a long time with a 
view to settling the controversy pending the disposition of the 
general investigation. The main part of the controversy turns 
around the proposal of the carriers, in accordance with the 
Commission’s indication in the Southern Class Rate Investiga- 
tion, to cancel less-than-carload rates, without, as contended by 
the shippers, adequate preparation under the Memphis case, to 
take care of the situation that would thereby be created: The 
compromise suggested by Mr. Hardie is as follows: 


Carloads 


1. From Memphis to all southern and official territory points, 
60 per cent of first class rates under Southern Class Rate Investiga- 
tion, to apply both as maximum and minimum, except as noted in 
paragraph 5 below with respect to St. Louis. This represents no 
change from the carriers’ proposal or from, the Commission’s report 
except to St. Louis. $ 

2. Between all points in southern territory (other than as pro- 
vided for in paragraph 1 above) 60 per cent as maximum and mini- 
mum, except that to, from and between points in Florida south of the 
River Junction-Jacksonville line, no changes need be made except 
as required by the findings in the Memphis case. 

3. From official territory to southern territory, observe to all 
points 60 per cent as minimum, and to points other than those in 
Florida south of the River Junction-Jacksonville line observe as 
maximum rates constructed by applying south of the gateways 60 
per cent of the first class rates and north of the gateways 70 per 
cent of the Q-1° differentials. ‘ } 

. Between ae and St. Louis, the third class rate, 53 cents, 
minimum 12,000 pounds, subject to Rule 34. The report authorizes, 
and the carriers propose, 67 cents, same minimum. 

5.. Memphis to St. Louis, 59 cents, minimum 12,000 pounds, Rule 
34. This rate. represents the same ratio to the 53-cent rate from 
Chicago to St. Louis that the 60-per cent rate bears to 67 cents. The 
report authorizes, and the carriers propose, 74 cents. 

. Except as noted, rates in Illinois territory and from central 
territory to Illinois, where now lower than third class, to be made 
third class, minimum 12,000 pounds, Rule 34, except that no rate shall 
be increased more than 14 cents per 100 pounds. The carriers’ pro- 
posal is second class. The use of third class instead of second class 
results in very few changes from central territory to IMlinois, ap- 
parently no changes resulting from Grand Rapids, thus eliminating 
the complaint with respect to the Illinois situation from that source. 
This will make the rate from Chicago to Burlington 30 cents, instead 
of 62 cénts as proposed by carriers. The minimum car charges under 
the present rate are $32 and under the 30-cent rate will be $36 for 2 
36-foot mar ‘and $58.32 for a 50-foot. car. for a distance of 200 miles. 
Se hare ae rates, whether joint or combination, from points 
ip TNAGIS. and central territories to western frunk line territory, 
Soloradd-cemmon points, etc.; to be increased’ sufficiently to produce 
a fair’ gradation over the hew rates to Mississippi Rivér crossings, 


St. -Leuis: and north, and to Chicago, using: as a ite for - such 
gradatfan the. differences over Burlington to Des Moines, Omaha, 
ete:,: scribed-by the Commission in No. 11663, 68 I: C.°€. 267: (re- 


duced by. the 10 per cent reduction of 1922). 

 1y.~Little Rock to St. Louis. and to all points in Illinois and 
Official territories north of the Ohio River and Virginia cities, rates 
where now lower to be increased to not less than 5 cents over the 
new rate from Memphis. This makes a minimum rate to St.. Louis 
of 64 cents. The basis is obtained by applying the same difference 
to St. Louis as obtains in the 60 per cent basis within southern 
territory for the respective distances from Memphis and Little Rock. 

8. From other southwestern territory points to St. Louis and to 
Illinois and official territory rates to be increased where lower so as 
to represent at least the same differences over Little Rock as now 
apply, such rates in no case to be lower than from directly inter- 
mediate lower Mississippi River crossings. 

9. Rates from southern territory to Illinois and official territories, 
apply 60 per cent as a minimum. om southern territory other than 
the points in Florida south of the River Junction-Jacksonville line 
apply as a maximum rates constructed by adding to 60 per cent of 
first class south of the gateways, 70 per cent of the Q-1 differentials 
north of such gateways. See pesssram 15. 

10. From western trunk line territory to upper Mississippi River 
points and Illinois territory, including St. Louis, rates that are now 
lower to be placed on third class central territory scale for the dis- 
tance, minimum 12,000 pounds, Rule 34, but no rate to be increased 
more than 14 cents per 100 pounds. 

11. Western trunk line territory to southern territory rates that 
are now lower to be constructed by extending the first class rates 
from the Ohio River, applying the Appendix Q-1 differentials extended 
thereto, then applying 60 per cent to the result. 

12. Speaking generally, there appear to be no joint through rates 
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from southern territory producing Bn to points in western trunk 
line territory, Wisconsin, upper ichigan,. and Colorado common 
points, or to points in southern Missouri and in Kansas except those 
covered by Consolidated Southwestern Cases. In most instances such 
rates are combinations of the flat rates to and from Mississippi River 
crossings or Chicago, although in a few instances there appear. to 
be proportional rates. In those instances where the present flat rates 
from southern territory to Mississippi River crossings and Chicago 
apply as factors in constructing through rates to the territory de- 
scribed beyond, unreasonable increases will result unless joint 
through rates are established or proportionals lower than the flat 
rates are made applicable to the crossings and Chicago. On the 
other hand where proportional rates now apply, the resulting through 
rates will be too low both as compared. with other southern. pro- 
ducing points and as compared with destinations on the Mississi 
River and in Illinois, unless such proportionals are increased. ‘o 
retain the present flat rates to Mississippi River crossings and Chi- 
cago as proportionals on traffic for beyond (where no proportionals 
now exist) will also result in rates which to the territory beyond the 
Mississippi River and Chicago are unduly low compared with such 
Mississippi River points and Chicago, sometimes producing fourth 
section departures. 

Therefore it should be provided either by the establishment of 
joint rates or in some other logical way t the through rates 
(whether joint or combination) from southern territory producing 
points to the destination area above described shall not be increased 
in greater amounts than will result in rates which equitably grade 
up from the new rates to seg River crossings and Chicago, 
using as a guide for such equitable gradation the differences over 
Burlington to Des Moines, Omaha, etc., prescribed by the Commis- 
sion = hee 68 I. C. C. 267 (reduced by the 10-per cent reduc- 
tion 0 ; h 

13. Revised carload (60 per cent) rates from Memphis to all 
points, from southern territory shipping points to all points and from 
official and western trunk line territories to southern territory, 
should apply. on the description shown next below: 

“Furniture: Rated 3rd class or higher in carloads in current 
Southern Classification under heading of furniture, in straight car- 
loads, subject to minimum weight as provided in said classification, 
but not higher than 12,000 pounds, subject to Rule 34 -of current 
Southern Classification. 

“Mixed carloads of any of the above, subject to the highest mini- 
mum weight provided in the current Southern Classification for any 
articles included in the shipment, but not exceeding 12,000 pounds, 
subject to Rule 34 of current Southern Classification. (See Note.) 

“Note—Will also apply on pillows in mixed carloads with one 
or more of the articles included above. 

“Furniture rated in carloads in current Southern Classification 
lower than 38rd class in mixed carloads with any of the above, mini- 
mum weight 12,000 pounds, subject to Rule 34 of current Southern 
Classification. 

“Mixed carloads of refrigerators and any of the above, carload 
minimum weight 12,000 pounds, subject to Rule 34 of current South- 
ern Classification.” 

In all cases the actual class rate and minimum weight according 
to the southern classification (proper) to be observed as maximum. 

14.. Revised rates above provided within official territory and 
from western trunk line territory to official territory to apply on 
furniture rated in official classification 2nd class or higher, minimum 
weight 12,000 pounds subject to Rule 34. Provision to be made for 
mixing furniture rated lower than 2nd class at the same rate and 
minimum and for the application of class rates and classification 
minimum weights if charges thereunder are lower. 

15. In applying rates from southern territory producing points 
to points outside southern territory reasonable groupings of origin 
points may be used subject to rates from each group substantially 
equal to a fair average of the oe rates from producing 
points so grouped. Shippers desiring the establishment ‘of origin 
groups of this character to advise the carriers of points they desire 
grouped. If no agreement is reached within a reasonable time be- 
tween the carriers and shippers, the matter to be referred to a repre- 
sentative of the Commission to decide whether or not such groups 
shall be formed. The establishment of rates under the general - 
visions hereof not to be delayed for the grouping feature. If no 
agreement is reached in time to include groups, the rates to be pub- 
lished on a point-to-point basis and revised on group bases later. 

16. Apply on iron or brass beds, wire mattresses, and cots, spring 
beds, metal couch frames, folding chairs (folded flat) and similar 
articles, the following: 

From and to the points covered by ragraphs 1, 2, 3, 9 and 11, 
55-per cent rates, minimum weight 12,000 pounds, rule 34, and 40- 
per cent rates, minimum 20,000 pounds, subject to Rule 34, to apply. 
both as maximum and minimum. ; 

Between points covered by paragraphs 4 and 6, rates to be made 
not lower than 4th class, minimum 20,000 pounds, subject to Rule 34 
saees that no rate is to be increased more than 14 cents per 106 
pounds. ; 

From and to points covered by paragraph 5 apply as a minimum 
1% - cent of the Chicago-St. Louis rate subject to a maximum 
of 20,000 pounds subject to Rule 34. Also provide as an alternative, 
: pt, cent of first class subject to a minimum of 12,000 pounds, 
ule 34, 

From and to points covered by paragraph 7 apply two alternative 
rates, one subject to 20,000 pounds, Rule 34, and the other subject to 
12,000 pounds, Rule 34, each to be not less than 5 cents over the 
a new rate from Memphis. 

From and to points covered by paragraph 8 the same relationship 
to Little Rock as provided for wooden furniture in paragraph 8. 

From and to points covered by paragraph 10 rates that are now 
lower to be placed on the 4th class central territory scale for the 
distance, minimum 20,000 geome Rule 34, except that no rate is to 

increased more than 14 cents per 100 pounds. 

From and to ints covered by paragraphs 6% and 12 make a 
readjustment of the same general character indicated for wooden 
furniture in those paragraphs. 


Less Carloads 


17. Cancel all L. C. L. commodity rates within southern terri- 
tory and from official and western territories to southern territory. 
Cancel all L. C. L. commodity rates on metal furniture and mattresses 
Tom southern and western territories to official territory. Retain in 
effect for the present the existing L. C. L. commodity rates on furni- 
ture other than as described in the preceding sentence from southern 
territory to official territory, except that such rates may be increased 
to an extent sufficient to clear the highest rated intermediate Ohio 
River or Virginia city teway on any route which is not more than 
5 per cent greater in distance than the short route. Retain in effect 
the existing L. C. L. commodity rates on furniture (other than metal 
furniture and mattresses) from southern territory producing points 
to western territory, except that such rates may be increased to an 
extent sufficient to clear the highest rated intermediate Mississippi 
River crossings (on either bank) located on a route which is not 
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more than 15 per cent longer than the short route. Retain in effect 
the present L. C. L. commodity rates on furniture (other than metal 
furniture and mattresses) from southern territory producing points 
to Ohio and Mississippi River crossings and Virginia cities gateways 
to apply as proportional rates on traffic destined beyond to. points 
to which no through joint rates are to apply, except that such pro- 
ae rates may be made sufficiently high so that the through rate 
the first point beyond Ohio River crossings or Virginia city gate- 
ways in official territory will not be lower than the flat rates to Ohio 
River crossings or Virginia cities as the case may be, and so that the 
through rates to the first ese beyond the Mississippi River in 
western territory will not be less than the flat. rates to the Mississippi 
River crossings. Sieniiien ; 
ne 


18. Each party subscribing to the compromise adjustment to be 
free to advocate any other basis either as to level or relationship of 
rates, in: No. 18323. No one’s rights to be prejudiced in any later 
og gm nag Mp? anything that he agrees to here, it being understood 
that this strictly a compromise and does not necessarily represent 
_— is right for permanent application in the eyes of any of the 
parties, 

It is also understood after the compromise basis has been pub- 
lished and made effective, the carriers are free to publish on full 
statutory notice subject to protest and suspension any revised rates 
that may in their judgment be proper and which they could lawfully 
publish independent of the compromise adjustment. 


LAKE CARGO COAL RATES | 
The Trafic World Washington Bureau 


The Commission, May 8, authorized the New York Central 
and its connections to publish a supplement to their I. C. C.-L. 8. 
No. C-241, making a reduction of twenty cents a ton in lake 
cargo coal from mines in the Kanawha district to Toledo, O. 
That will put the mines on the Kanawha and Michigan part of 
the New York Central on an equality with other of the so-called 
southern mines. 

The New York Central did not follow the southern roads 
when they made the twenty-cent cut. It held off until-the last 
hope of a settlement of the controversy, the conference at Cin- 
cinnati, has disappeared. totals 

The reduction is to be made on one day’s notice under 
authority of sixth section’ order No. 87528. 

Failure of the conference at Cincinnati. May 3 to bring about 
a compromise in the lake cargo coal rate situation or any step 
looking to a continuance of negotiations to, that end (see Traffic 
World, May 5, p. 1097), it has been generally assumed, has put 
upon the northern carriers the burden of thinking of another 
move. One of the first developments after that failure was a 
resumption of discussion as to what effect revocation of con- 
currences by northern carriers would have upon the southern 
railroads. The latter, using the powers of attorney given them 
by the northern lines, published the rates that went into effect 
April 20 as a result of the district court’s order enjoining the 
Commission’s order directing the cancellation of the schedules 
whereby the southern lines restored the. old differential of 25 
cents per ton, northern coal under southern coal. 

Prior to the conference there- was some talk of the northern 
lines revoking those powers of attorney under which’ they 
appeared as. assenting to the rates now in effect. Revocation 
of such powers, in which carriers granting them show their 
concurrence in rates filed under their authority, is seldom 
used. Practically speaking, it is never used by the big lines. 
Revocation is. equivalent to a declaration of war. 

Northern operators are inclined to the view that the north- 
ern lines have the whip hand if they will but use it. By use 
of that power, it is suggested, the northern lines could force 
both southern lines and southern operaters into a conference 
on the subject. The filing of revocations, under the rules of 
the Commission, would be notice to the southern lines to cancel 
the joint rates now in effect. Inasmuch as- nearly everything 
in the nature of adversary proceedings, before the Commission, 
is upon thirty days’ notice, the northern lines would have to 
give the southern lines thirty days’ notice in which to file can- 
cellation supplements. The latter would have to be upon thirty 
days’ notice to the shippers, so that, in the ordinary way of 
speaking; it takes sixty days in which to bring into effect the 
severance of relations implicit in a revocation notice. 

However, the Commission has the power to suspend such 
cancellation schedules and with them the revocation notices. 
Therefore, it has been suggested, that the northern lines, if 
and when they file revocation notices, tobe in good position, 
will have to suggest something reasonable in place of the rates 
to be canceled: A suggestion on that head was that the north- 
ern lines, as-an extension of the olive branch, might well pro- 
pose that in‘ place of the joint rates, that they would establish 
proportionals',on southern coal equal to the divisions in effect 
prior to the reduction in rates that became effective April 20. 

Such a situation, it was believed by those suggesting revo- 
cation, would constrain southern lines and southern operators 
to come to a conference, hats in hand, to negotiate. The hat- 
in-hand attitude, it is suggested, would be: the result of 
a realization that such proportionals, plus the local rates of 
the southern lines to the junctions with the northern lines, 
would make through charges on southern coal much higher than 
the obnoxious joint rates 45 cents higher than rates from north- 
ern fields, prescribed by the Commission in its last two reports 
on the lake cargo coal matter. In the event there were some 
combinations of that sort lower than the obnoxious joint rates 
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on the 45-cent differential level, it was admitted, there would 
be no hat-in-hand attitude. 

However, revocation of powers of attorney, it is admitted, 
is a game at which more than one can play. But, in this case, 
revocation of the powers under which the southern carriers 
published the existing rates, might not be offensive to the 
Commission, while revocation in other instances might be. The 
Commission, it is admitted, has the power to pick and choose 
out of any collection of revocations that might be placed before 
it, and thereby make revocations, as a weapon of war, less 
formidable in fact than in theory. 

Revocation of powers of attorney, it has been figured, would 
have no terrors for the Chesapeake & Ohio and only a few for 
the New York Central. Those trunk lines have their own rails 
into the southern groups of mines. Cancellation of joint rates 
by the Pennsylvania and Baltimore & Ohio would not affect the 
Chesapeake & Ohio and the New York Central to a great extent, 
if at all. Continuance of the present rates, with higher ones 
over the routes of the other carriers, it is suggested, would 
throw greater tonnage to them. In fact, the Chesapeake & Ohio, 
at the suspension case hearing, indicated that it would be glad 
to cancel its through route and joint rate arrangements with 
the Pennsylvania, from Columbus to Sandusky, O., if the Com- 
mission should be of opinion that continuance of such arrange- 
ments resulted in the Chesapeake & Ohio violating the third 
section. It indicated that it would be glad to turn all its coal 
tonnage over to the Hocking Valley and cut out the route via 
Pennsylvania rails between Columbus and Sandusky if the 
Commission cared to find that continuance resulted in disregard 
of the third section. 

Although no formal offer of compromise was made at the 
conference at Cincinnati, what the railroads would have pro- 
posed had either the northern or the southern operators been 
willing to consider compromise, was as well known as the mul- 
tiplication table. Both northern and southern carriers were 
prepared to suggest 35 cents as the difference between the con- 
trolling rates from the northern and southern fields. All the 
railroad executives urged compromise. President Atterbury was 
reported as having expressed regret that the Pittsburgh opera- 
tors were not present and that he was surprised at their lack of 
visceral equipment. All the meetings were secret so there was 
no report of what was said except such as was remembered by 
participants. 

The southern operators, according to such reports, speak- 
ing through J. D. Francis, were reported as having taken the 
position that they might as well be killed for sheep as lambs; 
that they could not stand any spread higher than 25 cents, and 
that therefore they could not survive on any compromise. He 
said that the Pittsburgh operators had adjusted their wage 
scales and put in machinery so that hereafter, even on a spread 
of 25 cents, the southern operators would be put to it to remain 
in the lake cargo coal business. Therefore, he said, they could 
not listen to talk of compromise, but would have to stand on the 
proceedings in the courts, in which they at that time stood as 
winners, the injunction, for the time being at least, enabling 
them to stay in the lake cargo coal market on the sharper com- 
petition basis brought about by the wage settlement in the 
northern fields and the installation of machinery. 

(See also page 1200) 


SOUTHWESTERN CLASS RATES 


The southwestern carriers in No. 13535, Consolidated South- 
western Cases, have asked the Commission to modify its 
amended report and order of March 6, 1928, 139 I. C. C. 535, so 
as to make the line between Texas differential and common 
point territories correspond with what they believe the Com- 
mission intended it to be. In language, the Commission, in 
that report, adhered to its view that the line should be the 
‘one that was approved by the Texas commission on intrastate 
business. They assert that the line described by the Com- 
mission in its appendix 9 does not “coincide” with any differ- 
ential line heretofore fixed by either the state or the federal 
commission. 

“To show what the line should be the petitioning lines put 
into their argument on the subject a certified copy of the Texas 
commission’s order, Circular 5548, in which that body adopted 
the line as drawn by the federal body in the Shreveport case, 
as modified by the orders of the director-general, for use in 
applying the intrastate rates. 

The southwestern lines assert that by making changes so 
as to bring into use the line approved by the Texas commission, 
as intended by the report they desire modified, parts of the 
International-Great Northern and the San Antonio, Uvalde & 
Gulf would be restored to differential territory. They suggest 
that that part of the first mentioned, between Devine and Laredo, 
and that part of the Uvalde between North Pleasanton and 
Jourdanton, were inadvertently included in common point ter-: 


ry. 

The Illinois Powder Manufacturing Co. has asked for leave 
to intervene in the case and for modification of the order or 
further hearing if the Commission deems the absence of testi- 
money on the subject of high explosive rates to southeastern 
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Kansas is not a sufficient ground for modification. The peti- 
tioner says the carriers have construed the report in this case 
as requiring them .to increase the rate on high explosives from 
Grafton, Ill., to Treece, Kans., from $1.215 to $1.46 so as to 
remove undue prejudice. The petitioner asserts that about 
15,000,000 pounds of high explosive are used in the territory 
affected by the rates mentioned and that much of it is sup- 
plied by manufacturers within trucking distance of the territory 
of consumption. The petition says that the explosives it ships 
into the territory keep the prices on a reasonable level and 
provide revenue for the carriers which will be lost if the higher 
rate is allowed to go into effect because of the adverse effect 
upon the petitioner’s business in southeastern Kansas. It asserts 
that there was no testimony in the record relative to the move- 
ment of high explosives, in general, or as to Kansas and Okla- 
homa in particular. 

Alleging, in substance, that the Commission’s decision in 
No. 13535, Consolidated Southwestern Cases, causes undue preju- 
dice to the southeast and undue preference for Official Classifica- 
tion territory, the Southeastern Association of Railroad and 
Utilities Commissioners has asked leave to intervene and for 
rehearing. The adjustment the southeastern commissioners at- 
tack is that on competitive rates from the southeast to the-south- 
west and to Kansas-Missouri territory on the one hand and from 
Official Classicfiation territory to the destination territories men- 
tioned, on the other. 

The association is composed of the members of the state 
commissions of Virginia, the Carolinas, Georgia, Florida, Ala- 
bama, Mississippi, Louisiana, Tennessee and Kentucky. The 
petition says that some of the state commissions will file addi- 
tional petitions to deal with special situations. This petition is 
a broad attack upon the adjustment from the two territories 
of origin. 

Characterizing the action of the federal body as substituting 
an entirely new and altogether different rate structure for the 
old adjustment, the southern commissioners assert it is such as 
could be justified only after taking evidence in a most exhaustive 
and detailed fashion to show the possible effects on commerce 
of the new rates proposed. This, they assert, has not been done. 
On the contrary, they assert that. neither the pleadings nor the 
examiner’s proposed report appraised them of the fact that a 
change in relationships was proposed. They point out that the 
southeastern carriers have made the same objection to the pro- 
posed adjustment in asking for freedom to make rates into 
the southwest and Kansas-Missouri territory that would permit 
their shippers to compete with shippers in Official Classification 
territory. 

“It may be, as stated in the report (123 I. C. C. 211) that,” 
say the southern commissioners, “ ‘evidence adequately represent- 
ative of the general situation has been submitted.’” But it is a 
matter that called for more than evidence merely representative 
of. the general situation. Such evidence must have its due weight, 
of course. Still, the case affects particular situations in which 
it is a life and death matter to individual enterprises and to sep- 
arate industries taken as a whole; and there should be a closer 
examination of the possible consequences for such particular 
situations before the revolutionary rate scheme is made effec- 
GINO. 2 6 ey 6 
“The decision amounts, in effect, to a. denial of the right of 
southeastern producers, compelled to meet Official territory com- 
petition, to sell their goods beyond the limits of their own ter- 
ritory. That the tendency to deny such a right to the producers 
of southern commodities is not limited to the furniture case 
(docket No. 18498). or to the Consolidated Southwestern cases, 
is indicated by decisions or proposed decisions in such cases as 
those affecting cast iron pipe (No. 16176) and its related cases. 
Uniform rate structures with mileage bases and percentage rela- 
tions to first class are in themselves factors sufficient to create a 
great disturbance of competitive relationships, but they are as 
nothing compared -with the evils likely to foHéw the execution 
of a policy to have higher bases. from one territory than from 
another to common market destinations. The uniform rate struc: 
tures may be necessary evils, but.the higher rate levels proposed 
for the south than for the north, in this particular case of traffic 
to the western area, is not necessary, and would constitute an 
evil impossible to’ be borne. . There can be no reason for 
a higher level of either class:or commodity rates from southeast- 
ern than from Official territory to the destination territory in 
question unless the object be to impose charges impossible to 
be borne by the traffic so long as the lower level prevails from 
the north.” 


The Birmingham Traffic Association has asked for a modi- 
fication of minimum rates from the southeast to the southwest 
via Memphis, Vicksburg and New Orleans on the nursery stock 
minimum. It desires the case to be reopened on that phase. 


The Transcontinental Oil Company has asked for the post- 
ponement of the order in No. 13535, Consolidated Southwestern 
Cases, in so far as it relates to rates on wrought iron or steel 
pipe and fittings until further hearing has been had. It said 
the’ oil producing companies in the territory affected by the 
decision had no intimation of a disruption of the long-established 
practice of lower rating on wrought iron pipe than on the various 
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other articles included in the iron and steel list. For that rea- 
son, it said, little, if any, evidence was in the record dealing 
with that particular commodity. The oil industry, it said, con- 
sumed enormous quantities of wrought iron pipe, and that, un- 
less the present order was amended, it would have a disastrous 
effect on the industry. 

The South Texas Chamber of Commerce has asked the 
Commission to deny the petition of the southwestern lines for 
a modification of its order in respect of the line between Texas 
common point and differential territories. It says that the line, 
as drawn in the Commission’s amended report, fully comports 
with the Commission’s intention. It admits that, perhaps, it 
is technically true that the line does not coincide with any dif- 
ferential line heretofore fixed, but that that is true only to the 
extent that the amended report does not include in common 
point territory the line of the Panhandle & Santa Fe between 
Lubbock and Farwell and between Farwell and Canyon. 

Believing that the Commission had made an error, the In- 
diana Chamber of Commerce, an intervener, in No. 13535, Con- 
solidated Southwestern Cases, has asked the Commission to 
amend its report and orders in 123 I. C. C. 203 and 139 I. C. C. 
535, so as to include in the commodity description 24, the fol- 
lowing: Wire fence gates, poultry netting, fence stretchers, 
woven wire fencing, and iron or steel fence wire stays. 


O’FALLON RECAPTURE CASE 
The Trafic World Washington Bureau 


The Commission has further extended the effective date of 
its order in F. D. No. 3908, excess income of St. Louis & O’Fal- 
lon Railway Co., and F. D. No. 4026, excess income of- Manu- 
facturers’ Railway Co., to December 31, 1928. The effective 
date of the order, which requires the O’Fallon to pay excess 
earnings to the Commission, has been postponed a number of 
times on account of the pending litigation in the O’Fallon re- 
eapture case. The case is expected to reach the Supreme Court 
of the United States for consideration at its next term. 

Senator Norris, of Nebraska, offered a _ resolution in 
the Senate providing that the Senate most respectfully request 
the Supreme Court of the United States to permit Donald R. 
Richberg, as counsel for the National Conference on Valuation, 
to intervene in the O’Fallon case for the purpose of making oral 
argument and filing a brief therein. The resolution outlines the 
history of the O’Fallon case and the part taken therein by Mr. 
Richberg before the Commission and in the federal court at 
St. Louis that upheld the Commission’s order and provides that 
the Senate, by adoption of the resolution, will not be expressing 
an opinion one way or the other on the position to be taken 
by Mr. Richberg in the case. It sets forth that Mr. Richberg 
has petitioned the highest court for permission to make oral 
argument and to file a brief in the case. 

The National Conference on Valuation was organized by 
the late Senator La Follette and others to protest against valuing 
the railroads on a cost of reproduction basis. 

By a vote of 46 to 31, the Senate, May 7, agreed to the 
Norris resolution. 

Approval of the resolution was preceded by debate as to 
the propriety of the Senate adopting such a resolution. 

Senator Norris said that, under the rules of the Supreme 

Court, without the consent of both parties to the O’Fallon case, 
Mr. Richberg would not be allowed to be heard. He said the 
latter had attempted to obtain consent of the railroads but had 
failed to get it. Senator Reed, of Pennsylvania, said he was 
quite certain that the court could permit Mr. Richberg to be 
heard and that he was confident it would hear him, “but the 
thing to which I call attention is what seems to me to be the 
impropriety of telling the Supreme Court what, in the opinion 
of the Senate, is the sort of order that they ought to make con- 
cerning Mr. Richberg.” Mr. Norris insisted that Mr. Richberg 
could not be heard unless he obtained the consent of both sides, 
under the rules of the court, and that that was the reason for 
the resolution. 
_ Senator Borah, of Idaho, said that when the Oregon case, 
involving the question of the power of the President to remove 
a postmaster, confirmed by the Senate, without the consent of 
the Senate, was up for consideration, the Chief Justice of the 
Supreme Court came to the judiciary committee of the Senate 
and requested that the Senate provide an attorney to argue the 
case as a friend of the court and that former Senator Pepper 
argued the case. 

“I do-not see the impropriety of the Senate requesting an 
opportunity to be heard as a friend of the court as compared 
with the propriety of the Supreme Court requesting the Senate 
to present a counsel as a friend of the court,” said he. 

‘Senator Reed, of Pennsylvania, did not think the Oregon 
case procedure set a precedent. , 

“If the court wants suggestions from us that is another 
matter; but for us to volunteer suggestions in particular law- 
suits I think is indefensible, and has no precedent,” said he. 

Senator Norris said the O’Fallon case “is the most impor- 
tant litigation that has ever appeared in the Supreme Court of 
the United States.” 
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“I have heretofore believed that this was a legislative 
body,” said Senator Shortridge, of California. “True, it has. 


_almost become a grand jury, and we have almost abandoned 


our function as a legislative body. But I shall not sit here 
silent without respectfully entering my protest against this 
attempt to influence the action of the Supreme Court.” 

Senator Fess, of Ohio, said he thought the pending reso- 
lution involved more than a mere incident in legislation—that 
it involved the relationship between coordinate departments 
of the government, and argued that the resolution should not 
be approved. 

Asserting that Mr. Richberg should be allowed to rely 
upon the strength of his own application, and upon nothing 
else whatsoever, “and that is just what he is not relying on,” 
Senator Bruce, of Maryland, said: 


If he is not soliciting the influence of this body in behalf of his 
application to the Supreme Court, if he is not seeking to affect, 
through the agency of this body, the decision of the Supreme Court 
in relation to his desire to intervene, pray what is he trying to do; 
pray what is his object in coming here? 

If his petition is a meritorious one, there is no need for him to 
enlist our help. Meritorious or not, what he is seeking is to secure 
the very thing that it is the intent of our constitution and. laws 
that no man should seek, that is to say, the intervention of the legis- 
lative branch of the government in a matter which appertains ex- 
clusively to the jurisdiction and authority of another and a distinct 
department of the government. 

Therefore I trust that this resolution will not receive the approval 
of the Senate. It is clearly an encroachment upon the domain. of 
another independent branch of the federal government. 


In the debate, Senators Walsh, of Montana; Caraway, of 
Arkansas; Pittman, of Nevada, and Wheeler, of Montana, sup- 
ported the resolution. Senators King, of Utah, and Bratton, of 
New Mexico, argued against the resolution. Those defending 
the resolution insisted that its adoption would not represent 
an effort to influence the Supreme Court. It was contended 
that the railroads, opposing the Commission’s decision in the 
O’Fallon case, would be well represented before the court, and 
that that was a reason why the decision, which was supported 
by Mr. Richberg, should be backed up before the court by Mr. 
Richberg in addition to government counsel. 

The resolution was amended so as to assk the Supreme 
Court to permit Mr. Richberg to appear as amicus curiae. 


WROUGHT WASHER CASE 


The Commission, by division 3, by means of a supplemental 
order, in No. 17640, Wrought Washer Manufacturing Co. vs. 
Pere Marquette et al., has amended the order of January 14, 
1928, by striking from its requirements in respect of waster 
sheets and skelp and strip steel less than 10 feet long, so that 
the order requiring the carriers to establish rates, not later 
than July 21, will read as follows: 


It is further ordered, That said defendants, according as they 
participate in the transportation, be, and they are hereby, notified 
and required to establish, on or before July 21, 1928, upon notice to 
this Commission and to the general public by not less than 30 days’ 
filing and posting in the manner prescribed in section 6 of the 
interstate commerce act, and thereafter to maintain and apply to 
the transportation, in carloads, of crop ends or fish-tail ends of iron 
or steel plates, skelp, and strip steel, respectively, old and imperfect 
plates of dismantled boilers, old and imperfect dismantled floor plates; 
mill-warmer sheets, and crop ends of unfinished sheet bars, as 
severally described in said report of January 14, 1928, from points in 
Illinois, Indiana, Ohio, Michigan, Kentucky, Pennsylvania, New York, 
and West Virginia to Milwaukee, Wis., rates which shall not exceed 
those contemporaneously in effect on billets, in carloads, from and 
to the same points. : Ps 


The commodities were eliminated from the order to the end 
that further testimony might be taken about them. With that 
end in view, the case has been reopened for further hearing 
solely in respect of skelp and strip steel less than 10 feet Iong 
and waster sheets. 

This reopening is upon petition of the carriers. In their 
application they suggested that the Commission did not intend, 
by the order in this case, to have billet rates apply on any of 
what they called the prime commodities in the iron and’ steel 
list. They pointed out, among other things, that. waster sheets 
were being used as substitutes for primate material, the im- 
plication being that therefore they should bear the same rates 
as the material they replaced. The issues in this case come 
close upon, if not wholly upon, the question as to what is.scrap 
iron and steel, in which the trouble is to make a definition that 
will embrace all the materials having chief value for rework- 
ing without opening the way for breaking down the rates on 
other iron and steel of greater value. ! 


OHIO SAND INCREASES FORBIDDEN 


The Public Utilities Commission of Ohio, in its I. and S. 
No. 101, proposed increased on rates on ashes, cinders and slag 
(mimeographed), has found not justified increases in rates on 
the commodities mentioned, from Massillon, Canton, and Cléve- 
land, to what it calls short-haul destinations in northwestern - 
Ohio ranging from 5 to 20 cents per ton. ow ‘ 

The carriers, according to the report of the Ohio commis- 
sion, attempted to justify the increases on the ground that the 
new rates would comply with its findings in No. 4723, Greén- 








1166 


ville Gravel Corporation vs. Pennsylvania. The Ohio commis- 
sion, commenting upon the use the respondents had made of 
a rate of 80 cents on crushed stone for a haul of 60 miles from 
Sandusky to Cleveland, in I. C. C. docket No. 15329, and the fact 
that it had referred to the interstate scale in its report in No. 
4030, Wagner Quarries Co. vs. New York Central, said that the 
scale prescribed by the federal commission was not controlling 
in the Ohio intrastate case referred to and that its decision in 
No. 4030 should not be construed to mean that it recognized 
or approved the scale fixed by the Interstate Commerce Com- 
mission, in No. 15329, as representing maximum reasonable rates 
on sand, etc., from and to points in Ohio. 

After reviewing the statistical data submitted in this case the 
Ohio commission said that it was clearly apparent that the pro- 
posed adjustment would result in creating many cases of unjust 
discrimination and undue prejudice. The schedules have been 
ordered canceled and the proceeding discontinued. 


COMMISSION DECISIONS 


In view of the fact that the decisions of the Commission, 
with few exceptions, are now being issued in mimeograph form 
before being printed, the practice of inserting the word “mimeo- 
graphed” in reports of the decisions will hereafter be discon- 
tinued. If a report is issued in printed form that fact will be 
revealed by citation of the opinion, volume and page numbers. 


WHEAT RATES TOO HIGH 

Senator McNary, of Oregon, obtained consent of the Senate 
to publish in the Congressional Record of May 9 editorials from 
the East Oregonian, of Pendleton, Ore., on the subject, “Our 
Wheat Rates Too High.” Rates from Canadian points were 
compared with rates from the northwest, and comparisons were 
made of rates between points in the United States, in support 
of the contention that the rates from Pendleton, Ore., were too 
high. 


PIEDMONT & NORTHERN CASE 
Representative Stevenson, of South Carolina, in remarks in 
the House, urged action on proposed legislation designed to 
deprive the Commission of such authority as it exercised when 
it recently denied the application of the Piedmont & Northern 
for authority to extend its lines in the Carolinas. 


GEORGIA PEACH ARGUMENTS 


The Commission has set No. 16462, Georgia Peach Growers’ 
Exchange et al. vs. Alabama Great Southern et al., and cases 
joined with it, for reargument on June 8. That case, the de- 
cision in which caused a storm of protest from Georgia com- 
plainants and the Georgia delegation in Congress, almost from 
the first, has been what is known as a whole Commission case; 
that is, one committed to the care of a particular commissioner 
for handling and decision by the vote of the entire Commission. 
The ordinary way of handling a case is to assign it to a division. 
The peach case, however, was singled out for treatment by the 
entire regulating body, almost as soon as it was filed. 








SHIPPERS UPHOLD CONSTRUCTIVE DELIVERY STATIONS 


Representatives of New York business interests are prepar- 
ing arguments for retention of the constructive delivery sta- 
tions on Manhattan, and will present them at the hearing before 
the Interstate Commerce Commission in New York May 28. 
At the request of defendant railroads the date for the hearing 
was postponed by the Commission from May 14. The procedure 
to be followed by New York’'shippers was determined at a meet- 
ing at the New York Merchants’ Association, over which W. H. 
Chandler, chairman of the Shippers’ Conference of Greater New 
York, presided. 

Besides the Port Authority and the Shippers’ Conference of 
Greater New York, the National Publishers’ Association, Queens- 
boro‘ Chamber of Commerce, Brooklyn Chamber of Commerce, 
the Merchant Truckmen’s Bureau, trucking corporations, ware- 
housemen, importers and exporting and drug and chemical 
firms, and a number of industries were represented. 

On invitation of Chairman Chandler, a considerable number 
of those attending announced their intention to attend the Com- 
mission hearinng in support of the application to retain the 
ramen delivery stations which the railroads had desired 
to abolish. 


OIL TAR RATE CASE 

The Barrett Co., by J. L. Roberts, in a petition for argu- 
ment before the entire Commission, in No. 19542, the Barrett 
Co. vs. Baltimore & Ohio et al., has drawn the Commission’s 
attention to a decision in which it has made the rate on the 
raw material higher than on the finished product. In this 
case division 4 has found reasonable a rate of 11-cents on oil 
tar from Georgetown, D. C., to Gwynn’s Run, Md., near Balti- 
more, while in Watson Co. vs. Director-General, 61 I. C. C. 719, 
the Commission found reasonable a rate of 10.5 cents in the 
opposite direction on paving tar, the finished product: The 
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petition avers that oil tar becomes paving tar by drawing off 
the water and blending it with other tars. 

In respect of the decision in this case it is claimed that 
division 4 reversed the decision in the Watson case and fixed 
a higher rate on the crude tar than on paving tar. The peti- 
tion says that in the estimation of the petitioner such reversal 
is a manifest injustice and contrary to the theory of all rate- 
making as well as a long line of decisions of the Commission 
pertaining to other raw materials. Its view is that a rate of 
8 cents would be reasonable. It figures that the carriers would 


derive more revenue from an 8-cent rate on oil tar than on a 


rate of 9.5 cents on asphalt from Baltimore, Md., to George- 
town because of the heavier loading of the oil tar and the 
further fact that when oil tar moves into the refining plant at 
Gwynn’s Run there is an assurance of an outbound movement. 
Assuming that a carload of oil tar shipped from Georgetown 
to Gwynn’s Run would come back to Georgetown in the form 
of paving tar, the petitioner figures that the total, revenue to 
the carriers would be- $164.60, whereas, on the asphalt from 
Baltimore to Georgetown, the total revenue would be only 
$75.34, the assumption being that the rates on both asphalt and 
paving tar would remain unchanged. 


THEFTS FROM INTERSTATE SHIPMENTS 


“In November, 1927, an indictment was returned against 
Carl and George Bailey and Marinda Bailey, charged with theft 
from interstate shipments,” says the Department of Justice. 
“The specific act was breaking into the freight depot at Jones- 
boro, Tenn., and taking therefrom twelve ladies’ dresses, part 
of an express shipment in interstate commerce. After a long 
search the three persons were apprehended and Carl Bailey 
entered a plea of guilty and was sentenced to serve six years 
in the Atlanta penitentiary and to pay a fine of $500. It was 
disclosed that Carl was the person who broke into the station 
and that the others were accomplices. George Bailey made an 
escape and was apprehended in West Virginia, and sentenced to 
eighteen months in the Atlanta penitentiary, and Marinda Bailey 
was given ninety days in a county jail.” 


THEFTS FROM INTERSTATE COMMERCE 


An extensive and intricate system of robbery of commodi- 
ties shipped in interstate commerce was brought to an end by 
the entry of a plea of guilty by Albert Adams, at St. Louis, and 
his sentence to Leavenworth penitentiary for three years and 
to pay a fine of $1,000, according to the Department of Justice, 
which says: 


Adams was indicted in September, 1927, of complicity in these 
cases of thievery from interstate commerce, together with one Ed- 
ward L. Hennessey. Hennessey was convicted and sentenced to 
serve two years in Leavenworth. The investigation of this affair dis- 
closed that Hennessey was an employe of the American Railway 
Express Company, at Chicago, and Adams secured a position with the 
company and arrangements were made between the two that fic- 
titious names were to be substituted for regular names on consign- 
ments on packages shipped to nearby towns outside of Chicago and 
the false shipments were sent in care of “will call’? departments of 
express companies. Trips would then be made to the nearby towns 
and possession obtained of the stolen goods. These thefts were com- 
menced in 1927 and in June of that year four packages were sent 
to express companies in St. Louis, Joliet, and Kankakee, Ill. When 
pe mage Hennessey and Adams were in possession of some of the 
stolen 8. ‘ 


COAL REPARATION SUIT 


Suit has been filed in the federal district court at Cincin- 
nati, O., by the complainants in Nelson Fuel Company et al. 
vs. Chesapeake & Ohio et al., 120 I. Ce C. 723, Traffic World, 
February 12, 1927, p. 399, for the recovery of approximately 
$579,000, principal ‘and interest, based on an award of repara- 
tion by the Commission, on account of unreasonable rates on 
coal from mines on the Greenbrier & Eastern to various inter- 
state destinations. In substance, the’ Commission held the 
rates unreasonable to the extent they exceeded the district 
rates applicable from mines on the Chesapeake & Ohio. Prior 
— in the case were made in 83 I. C. C. 737 and 96 I. C. C. 

The suit, filed by James, Williamson & Scott and Harmon, 
Goldsmith, Colston & Hoadley; is expected to-bring up all the 
possible law questions to be raised in connection with a suit 
for the recovery of reparation awarded -by the Commission. 
The amount involved is equal to if not greater than that in- 
volved in the Sloss-Sheffield case, a stubbornly resisted litiga- 
tion in which there were faults in the record which gave the 
plaintiffs doubts as to whether they could recover nearly as 
much as they thought they should be given. 

In this case the Commission’s order directed the payment 
of reparation, on shipments in and since 1921, not later than 
May 5, with interest from designated dates. The carriers, 
Chesapeake & Ohio, Sewell Valley and the Greenbrier & Eastern 
declined to obey the order, hence the suit. Since the litigation 
was begun before the Commission the Sewell Valley and the 
—- & Eastern have been bought by the Chesapeake & 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Diggs taken from Reporters and Digests of National Reporter 
nae by West Publis Se So-. St. Paul, Minn. 
opyright, 1928, by West Pu 


lishing Co.) 





LOSS OF OR INJURY TO GOODS 


(Court of Appeals of Ohio, Hamilton County.) Where car- 
load of bananas, arriving at destination on Saturday, were re- 
tained in carrier’s possession until following Monday morning, 
which period was within the 48-hour free time for unloading 
authorized under bill of lading, carrier during such period owed 
the same duty in respect to shipment as though it was still in 
transit.—Louisville & N. R. Co. vs. Riley et al., 160 N. E. Rep. 
730. 

Carrier is responsible for the safe carriage of goods only 
when having exclusive possession and control thereof, and, when 
shipper by express stipulation undertakes to ventiliate car, car- 
rier is relieved of all responsibility as to ventilation, unless 
committing some overt act causing damage.—Ibid. 

In action to recover against: carrier for damages to carload 
of bananas shipped pursuant to bill of lading providing for 
ventilation or icing instructions by messenger or on special 
instructions, evidence as to liability of carrier for such damage, 
occurring after bananas were placed for unloading, held insuffi- 
cient for jury.—Ibid. 

In action to recover against carrier for damage to carload 
of bananas, instruction relative to carrier’s liability for any act 
of omission or commission directly contributing to damage held 
erroneous, in view of fact that carrier was not chargeable under 
express conditions of bill of lading with ventilation of car, which 
was the only cause given for deterioration of bananas.—Ibid. 

(Supreme Court of Michigan.) When carrier receipts for 
goods, with full knowledge of the amount shipped, it is estopped 
from denying the terms and conditions of its receipt—Dwinnell 
et al. vs. Duluth, S. S. & A. Ry., 218 N. W. Rep. 649. 

When the language “Shipper’s load and count” is inserted 
in bill of lading, pursuant to bill of lading act, sec. 21 (49 USCA, 
.sec. 101; U. S. Comp. St., sec. 8604k), carrier is not estopped 
from denying terms and conditions of receipt, but is liable for 
loss of any goods actually delivered to, and accepted by, it for 
carriage.—Ibid. 

Effect of notation “shipper’s load and count” in bill of lading 
pursuant to bill of lading act, sec. 21 (49 USCA, sec. 101; U. S. 
Comp. St., sec. 8604k), is that carrier does not guarantee, and 
has not counted, humber of bundles, and it is incumbent on 
shipper to prove amount delivered to carrier and received by 
shipper.—Ibid. 


DELAY IN TRANSPORTATION OR DELIVERY 


(Supreme Court of Appeals of Virginia.) Although shipper 
of potatoes was not present at called meeting of freight agents 
announcing that time of delivery of potatoes for New York 
market would be three days, in shipper’s action for delayed 
delivery of potatoes on the New York market, it was bound by 
general action taken at the meeting, where there was no evidence 
showing he relied on representations of railroad that there would 

.be two-day delivery ef potatoes.—Norfolk Southern R. Co. vs. 
Hudgins, 142 S. E. Rep. 409. 

In shipper’s action for railroad’s delay in delivering potatoes 
on the New York market in three days instead of two days 
from time they were received by railroad, judgment for shipper 
on theory that railroad: agreed to deliver potatoes within two 
days held against preponderance of evidence and not conclusive 
on Supreme Court under:-Code 1919, sec. 6363.—Ibid. - - 

The Supreme Court will take judicial knowledge that highly 
perishable products, stich as tomatoes, .cucumbers,.and beans, 
‘shipped in iced car.and transported by fast freight, bear higher 
tariff rate than ordinary products not so liable to decay, when 
transported in ordinary freight trains.—Ibid. 

(Supreme Court of Appeals of Virginia, Campbell, J.) In the 
case of Norfolk Southern Railroad Co. vs. W. E. Hudgins, 142 
8. E. 409, in which an opinion was handed down this day, it 
appears from the record that, by agreement of the parties, 
three other cases were tried by the jury, involving the same 
question of lability as the one disposed of in that case.—Norfolk 
ee Railroad Company vs. W. E. Hudgins, 142 S. E. Rep. 


The jury found three distinct and separate verdicts against 
the Norfolk Southern Railroad Company, in favor of W. E. 
Hudgins, for the respective sums of $837, $770.51, and $838.49, 
tae ee the court entered the judgments herein complained 

For the reasons stated in the opinion in the case of Norfolk 
Southern Railroad Co. vs. W. E. Hudgins, the three judgments set 
forth above will be reversed, set aside, and annulled, and judg- 
ment will be entered for the Norfolk Southern Railroad Company 
in each case.—Ibid. 

(Court of Civil Appeals of Texas. Beaumont.) Notice. to 
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railroad of special need of cattle owners for shipment of feed 
for cattle may not be implied from the fact that it consisted 
of cottonseed meal and hulls—Conn et al. vs. Texas & N. O. 
R. Co. et al., 4S. W. Rep. (2d) 193. 

Where railroads had no notice at time of making contract 
that cattle owners were in need of shipment.of cottonseed meal 
and hulls to keep cattle from dying, but received notice later, 
and were not negligent in delivery of feed after it arrived at its 
destination, held, that railroads were not liable because of delay 
for special damage resulting fronr death of cattle.—Ibid. 

In order to recover special damages for breach of contract, 
plaintiff must show that at date of contract defendant had notice 
of special conditions rendering such damage natural and prob- 
able result of breach.—Ibid. 

Court of Civil Appeals need not consider alleged error in 
excluding evidence of negligence of defendant, when proof of 
existence of such negligence would not render defendant liable. 


—Ibid. 
CARRIAGE OF LIVE STOCK 

(Supreme Court of Arkansas.) Where plaintiff alleged that 
railroad accepted cattle for shipment knowing that part thereof 
were weak and thin and should have been kept separate from 
bulls and steers, but carelessly turned cattle together, causing 
death of 24 cows, evidence held to sustain finding that injury 
to cattle resulted from railroad’s negligence.—Missouri Pac. R. 
Co. vs. Bennett et al., 4 S. W. Rep. (2d) 22. 

A verdict which is supported by substantial evidence is 
conclusive on appeal.—Ibid. 

Where shipper alleged that railroad accepted cattle for ship- 
ment knowing that some of them were thin and weak, and that 
it carelessly turned weak cattle with bulls and steers, thereby 
causing death of 24 cows, modification of defendant’s instruction 
that it was not required to furnish separate pens for weak and 
thin cattle, and if jury found from evidence that cattle were 
killed in pens through no carelessness of defendant verdict 
should be for it, by adding that unless jury found defendant 
negligently turned strong cattle in with the weak, causing 
damage complained of, held not error.—lIbid. 

Where shipper alleged railroad accepted cattle for shipment, 
some of which were weak and thin, and that it was necessary 
to. separate them from bulls and steers, and that while cattle 
were in railroad’s custody it carelessly turned them together, 
thereby causing death of 24 cows, refusal of defendant’s instruc- 
tion that under rule of experiment station, railroad was not 
liable for injury to stock in quarantine pens while being helt 
to be dipped, and if cattle died in pens while being dipped it 
was not liable, held proper, since it ignored question of railroad’s 
negligence in mixing the weak with the strong cattle.—Ibid.. 


Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
. System; published by West Publishing Co., St. Paul, Minn. 
Copyright, 1928, by West Publishing Co.) 





~ "REGULATION OF COMMON CARRIER 
(Supreme Court of Ohio.) Statute requiring motor trans- 


’ portation companies carrying passengers whollly withtin mu- 


nicipality or municipality contiguous thereto to secure consent 
of municipalities held constitutional as to company holding per- 
mit from Public Utilities Commission. (Gen. Code, sections 614- 
84, 614-86, 614-87, 614-100 (111 Ohio Laws, pp. 20, 515)); Const. 
U. S., art. 2; sections 26, 28; art. 12, sections 5, 10; art. 18, sec. 
19, 20, art 2; sections 26, 28; art. 12, sections 5, 10; art. 18, sec. 
3° (Sylvania Busses, Inc.,’vs. City of Toledo, 160 N. E. Rep. 674). 

The city of Taledo enacted an ordinance providing in sub- 
stance that it. shall be unlawful for anyone operating an inter- 
urban motorbus over the streets within that city to carry a 
passenger for hire from one point within the city limits to 
another point within the city limits, except on such routes or 
parts of routes where there is no community traction company 
service, either by bus or street car, and that, before any such 
interurban motorbus may carry any passengers for hire from one 
point to another within the city in territory where no such 
municipal traction service is given, a permit must first be se- 
cured from city council by resolution duly adopted. The ordi- 
nance also provides penalties for its infraction. Held, such 
erdinance is valid.—Ibid. 

(Supreme Court of Ohio.) Complaint alleging that certifi- 
cate of convenience and necessity was issued to applicant under 
affidavit that applicant was operating one 18-passenger service 
bus, that thereafter Public Utility Commission, without notice 
to other carriers operating in vicinity, and without requiring pub- 
lished notice thereof, and without application, issued certificate 
of convenience and necessity, including authority to operate 
additional 30-passenger bus not operated when first certificate 
was issued, stated cause of action for amendment of scond 
certificate to operate only equipment in use when first certificate 
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YOU MAY BE ASSURED THAT 


when your shipment reaches the rails of 


Illinois Traction System—be it a car ora 
train load—there will be plenty of pulling PU * 
power to carry it over our lines and to make 


delivery on scheduled time. QA fleet of forty- » oO 





five modern and powerful electric locomotives 

is at the service of Illinois Traction System ship- 
pers at all times. @ Locomotives weighing 80 
tons, propelled by sixteen driving wheels, and de- 





_kinds of jobs are in service at all times and additions 
ate being regularly made to this equipment. @ Our 
engineers design these engines and our workmen assem- 
ble them in the company’s shops as a guarantee of prompt Iu 
handling of freight shipments entrusted to these lines. 





H. A. TUOHY, Freight Traffic Manager 





E. E. KESTER, Asst. Traffic Mér. 
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Or ILLINOIS TRACTION SYSTEM 
freight service is not confined to its own 

rails. This is a trunk line electric railway. 

J fai € operating 550 miles of main line through the 
industrial, coal and agricultural sections of 

central Illinois and affording a gateway to and 

é aed from St. Louis and the Southwest. @, Joint rates 
and interchange facilities exist between Illinois 


Traction System and other railways. It accepts 
shipments to and from any point in the United 


iL S States and operates standard freight equipment. _ 
SE} E - (illinois Traction System is the only railway with 
. independent entrance over its own bridges. into St. 
RAFREPT. Louis, Mo.,and Peoria, Ill. At these and other terminals 
SPRIMLD, reciprocal switching arrangements are in effect. @ This 
IL railway appreciates the problems of the shipper. It gives 


personal attention to handling large or small shipments. 


(gr. 





W. H. BLAIR, General Frt. Agent J. A. GORMAN, Chief Tariff Bureau 
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was granted or for cancellation of certificate-—Stark Electric R. 
Co. vs. Public Utilities Commission of Ohio, 160 N. E. Rep. 699. 

(Supreme Court of Ohio.) Under the motor transportation 
act (sections 614-84 to 614-102, General Code), additional service 
cannot be instituted upon a motorbus route over the protest 
of a competing traction company serving the same territory, 
unless the record shows that public convenience and necessity 
will thereby be served. The fact that the granting of an addi- 
tional run upon such route will be for the convenience of the 
carrier applying therefor does not of itself alone constitute evi- 
dence of public convenience and necessity.—Lake Shore Electric 
Ry. Co. vs. Public Utilities Commission of Ohio, 160 N. E. Rep. 
684. 

Under the motor transportation act (secs. 614-84 to 614-102, 
General Code), a change in schedule is not justified if the record 
shows that the main purpose of such change is to enable a 
motorbus company to take prospective passengers from a com- 
peting traction company serving the same territory.—Ibid. 

(Supreme Court of Ohio.) Where individuals operating 
motorbus line sold all right, title, and interest therein without 
making application for purchase and sale to commission, and 
without receiving commission’s consent to transfer or assign- 
ment of bus line, Public Utilities Commission properly revoked 
and canceled certificate of convenience and necessity theretofore 
granted to purchasers.—Oyster et al. vs. Public Utilities Com- 
mission of Ohio, 160 N. E. Rep. 701. 

(Supreme Court of Ohio.) Motion by railway company to 
dismiss application for an order to install switch track connec- 
tion with applicant’s building, made at closé of petitioner’s case, 
may be treated as demurrer, not only to petition, but to evidence 
adduced in its support.—Halliday vs. Public Utilities Commis- 
sion, 160 N. E. Rep. 713. 

Public Utilities Commission is authorized by Gen. Code, sec. 
527, etc., to supervise practice and regulations of railway com- 
panies and make such orders in connection therewith as it 
determines to be reasonable.—lIbid. 

Dismissal of application under Gen. Code, sec. 527, etc., seek- 
ing order to compel railway to install switch track connecting 
with applicant’s building, held not discriminatory or unreason- 
able under circumstances showing petitioner’s building at time 
of application was still under construction, that no business had 
been transacted on premises or any shipments made, and that 
no definite proof was shown of amount of business that would 
be furnished to railroad should owner procure tenants for build- 
ing.—Ibid. 


(Supreme Court of Michigan.) Cars used wholly in intraplant 
service in lumber mill for transportation of freshly sawed lum- 
ber for curing or storage, and conveying lumber from piles to 
dry kiln and planing mill, held subject to demurrage charge 
pursuant to amendment of tariff filed as required by 2 Comp. 
Laws 1915, sec. 8118; use of such cars not being “loading” or 
“unloading” within meaning of such words as used in provisions 
of tariff relating to demurrage.—Saginaw Valley Lumber Deal- 
ers’ Assn. et al. vs. Michigan Public Utilities Commission et al., 
218 N. W. Rep. 695. 


(Supreme Court of Wisconsin.) Practical construction of 
St. 1927, sec. 195.54, to effect that Railroad Commission was 
authorized to grant a refund of charges based on rates fixed 
long followed by Railroad Commission, with apparent: acqui- 
escence of Legislature as well as those affected thereby, held 
entitled to great weight.—Marinette T. & W. R. Co. vs. Railroad 
Commission of Wisconsin et al., 218 N. W. Rep. 724. 

Under St. 1927, sec. 195.54, empowering Railroad Commission 
to authorize reparation for rate charged which is erronoeus, 
illegal, unusual, or exorbitant, commission had power to au- 
thorize refund of charges on basis of local rates for carriage 
as to which a joint rate had not been fixed after establishing 


joint rates lower than rates theretofore prevailing, since, though. 


reparations are not. permissible where rates collected were 
sanctioned by orders. of Railroad Commission,. charge. based 
on local rates, was not such as had been sanctioned or established 
by Railroad Commission.—Ibid. ; 
Railroad Commission, on fixing joint rates for intrastate 
shipments lower than previous charges based on local rates, had 


power to authorize reparations of charges made between date: 


of filing petition with commission and date of its order as well 
as charges made prior thereto.—Ibid. 

(Supreme Court of Florida.) The rule seems well settled 
that, where mandamus is invoked for the enforcement of a purely 
private right, the state is not a necessary party, and all pro- 
ceedings must be conducted in the name of the actual parties 
in interest——State ex rel. Davis, Atty.-Gen., et al. vs. Atlantic 
Coast Line R. Co., 116 So. Rep. 48. 

Where the question is one of public right, and the object 
of the mandamus is to procure the enforcement of a public duty, 
the relator need not show that he has any legal or special in- 
terest in the result; it being sufficient that he is interested as 
a citizen in having the law executed and the duty in question 
enforced.—Ibid. 

Cases in which questions of public right are primarily in- 
volved should, as a rule, be brought in the name of the people; 
the person instituting the proceedings appearing as relator. It 
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is also fitting but not essential that such cases be inaugurated 
by the Attorney-General or with his consent, or that the refusal 
of that officer to act be shown.—Ibid. 


Pursuant to section 4618, Revised General Statutes of Flor- 
ida, 1920, as amended by chapter 8469, Acts of 1921, and para- 
graph 20 of section 1 of the interstate commerce act, as amended 
by the transportation act of 1920 (49 USCA, sec. 1; U. S. Comp. 
St., sec. 8563), the Railroad Commission of Florida may, as 
representatives of the people, be made parties relators in a peti- 
tion for mandamus to require the restoration of tracks and train 
schedules under the facts shown to exist here.—Ibid. 


The dominating purpose of the interstate commerce act was 
to secure conformity to prescribed standards through examina- 
tion and appreciation of the complex facts of transportation by 
the body created for the purpose.—Ibid. 

This court is committed to the doctrine that under the terms 
of the interstate commerce act, as amended by the transporta- 
tion act of 1920 (49 USCA, sec. 1 et seq.; U. S. Comp. St., sec. 
8563 et sed.), the Interstate Commerce Commission is vested 
with extraordinary power in the matter of regulating interstate 
commerce, but that there is left a clear field of operation for 
the states in the matter of requiring just and reasonable freight 
and passenger service for intrastate business so long a8 such 
requirements are not inconsistent with lawful orders of the 
Interstate Comerce Commission in the interest of interstate com- 
merce, and that said act should not be construed so as to pre- 
vent the state from exercising its police power to require 
adequate local facilities for intrastate passenger traffic reason- 
ably necessary for the protection of the health, comfort, and 
convenience of passengers.—Ibid. 


Wherever the interstate and intrastate transactions of car- 
riers are so related that the government of the one involves 
the control of the other, it is Congress, and ‘not the state, that 
is entitled to prescribe the final and dominant rule.—lIbid. 


The interstate commerce act, as amended by the transporta- 
tion act of 1920 (49 USCA, sec. 1, et seq.; U. S. Comp. St., sec. 
8563 et seq.), imposes extraordinary power in the Interstate 
Commerce Commission to preserve uniformity and prevent dis- 
crimination in rates in interstate commerce, but along with this 
power is the-equally evident purpose not to encroach on such 
matters as lie within the police power of the state to regulate, 
such as depots, joint use of terminals, and reasonable freight 
and passenger service in intrastate commerce.—Ibid. 


-The acquirement of a certificate of convenience and neces- 
sity is a prerequisite to the abandonment on the part of a rail- 
Way company of any portion of its line of railroad, and the 
interstate commerce act, as amended by the transportation act 
of 1920 (49 USCA, sec. 1 et seq.); U. S. Comp. St., sec. 8563 
et seq.), imposes the burden on the carrier by railroad to secure 
such certificate.—Ibid. 


Proceedings affecting rate regulation, administration, or dis- 
crimination among interstate carriers must be brought before 
and conducted by the Interstate Commerce Commission, but the 
question of whether or not a common carrier by railroad, which 
comes within the purview of the interstate commerce act, as 
amended by the transportation act of 1920 (49 USCA, sec- 
1 et seq.; U. S. Comp. St. 8563 et -seq.), can, prior to being 
authorized by the Interstate Commerce Commission to do s0, 
abandon a portion of its line of railroad lying wholly within 
the state, and which it constructed and has operated and main- 


tained for many years, is one within the jurisdiction of the state~ 


courts, whe may determine whether such facts have been pre- 
sented as constitute a cause of action.—Ibid. 


(Supreme Court of Tennessee.) Where employer neither 


owned, used, nor had any need for an automobile in connection 


with its business and did not authorize: employes to use his»: 


individual car in connection with ‘his duties, and had no actual 
knowledge that he was so using it, held, that employer was not 


liable under the doctrine of respondent superior for negligence _ .... 


of employe while driving automobile, though employe was en- 
gaged in employer’s business at time of. accident.—Kennedy vs. 
Union Charcoal & Chemical Co., 4 S. W. Rep. (2d) 354. 


Shipping Decisions 


Cases Recently Decided by State and Federal Courts 


(geese taken from Reporters and Digests of National Reporter 
ystem, published: by West Publishing Co., St. Paul, Minn. 
opyright, 1928, by West Publishing Co.) 





(District Court, E. D., New York.) In action by shipper for 
damage to cargo of slate, where no proof was offered on beha 
of ship to show that packages were insufficient or that damage 
was within exception of bill of lading, burden rested upon carrier 
“ ee excuse damage.—The Commercial Guide, 24 Fed. 

ep. ‘ 


In action by shipper for damage to cargo, the terms of the 
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railroad bill of lading and of the ocean bill of lading form part 
of contract of carriage, and bind both parties.—Ibid. 

Provision of ocean bill of lading requiring shipper to give 
notice of claim for damages within 10 days after ship has fin- 
ished discharging is a reasonable and valid stipulation, not in- 
consistent with sound public policy.—Ibid. 

Though ocean bill of lading did not require shipper’s notice 
of claim for damages to be in writing, it was not sufficient that 
carrier be apprised of the damage, but it also must have been 
notified of intention to hold it liable.—Ibid. 

In shipper’s action for damage to cargo, evidence held to 
show that carrier, through its agents, was given notice, not only 
of damage to cargo, but also of shipper’s intention to hold car- 
rier liable therefor.—Ibid. 

(District Court, D., Maryland.) Cargo owner; who chartered 
yessel ‘under time charter, under which possession and control 
of vessel was reserved to owner, was entitled to lien on vessel 
for any unjustifiable loss or damage to his cargo, under the 
rule that vessel is bound to cargo, and cargo to vessel.—The 
Fort Gaines, 24 Fed. Rep. (2d) 849. 

Libel against vessel for damages to cargo, due to vessel’s 
unseaworthiness, was properly brought in name of cargo owner 
for benefit of insurer, who was subrogated to cargo owner’s 
rights and was real party in interest.—Ibid. 


Harter act, sec. 2 (46USCA, sec. 191; Comp. St., sec. 8030), 
authorizing shipowner, by terms of contract of shipment, to 
protect himself from liability for defects not discoverable by 
use of due diligence, if he has used due diligence at every stage 
of the voyage, does not proprio vigore reduce shipowner’s obli- 
gation to one merely to use due diligence.—Ibid. 


Where neither the time*charter party nor bill of lading 
contained any provisions restricting shipowner’s liability, own- 
er’s warranty of seaworthiness of the vessel was absolute, and 
it was immaterial, as respects shipowner’s liability for damages 
to cargo, whether unseaworthiness was latent, within Harter 
act, sec. 2 (46 USCA, sec. 191; Comp. St., section 8030).—Ibid. 

Where vessel was chartered under time charter for its full 
capacity as a private and not a common carrier, Harter act, 
sec. 2 (46 USCA, sec. 191; Comp. St., 8030), authorizing ship- 
owner exercising due diligence to protect himself in contract 
of shipment against liability for defects not discoverable by 
due diligence, did not apply; such section being applicable to 
common carriers only.—Ibid. 


On libel against vessel for damages to cargo of bananas, 
due to delay in transportation caused by vessel’s unseaworthi- 
ness, evidence held not to sustain burden on vessel owner of 
proving that he used due diligence to render vessel seaworthy, 
so as to be exempt from liability under Harter act, sec. 3 (46 
USCA, sec. 192; Comp. St., sec., 8031).—Ibid. 


Harter act, see. 3 (46 USCA, sec. 192; Comp. St., sec. 8031), 
providing that, if shipowner has used due diligence in furnish- 
ing seaworthy vessel, he will not be liable for faults or errors 
in navigation, acts of God, or certain other enumerated con- 
tingencies, applies to difficulties arising after voyage has begun. 
—Ibid. 


Where breakdown of vessel’s machinery occurred at the 
very commencement of the voyage, there was a presumption that 
the defect existed before the voyage commenced, as respects lia- 
bility of owner under Harter act, sec. 3 (46 USCA, sec. 192; 
Comp. St., sec 8031).—Ibid. 

Where there was no showing that weather conditions were 
abnormal, breakdown of vessel’s machinery occurring at com- 
mencement of voyage could not be classified as “fault or error 
in navigation or management of the vessel,” within Harter act, 
sec. 3 (46 USCA, sec. 192; Comp. St., sec. 8031), exempting a 
shipowner using due diligence in furnishing seaworthy vessel 
from liability for faults or errors in navigation, acts of God, or 


‘ other enumerated contingencies.—Ibid. 


Where carriage of bananas was expressly called for in time 
charter party, high degree of diligence was required on the part 
of the vessel, and for any negligence, retarding the voyage and 
causing deterioration of the cargo, vessel owner was liable, 
without showing that cargo was improperly stowed or handled; 


- it being sufficient if any inexcusable delay, however slight, 


caused the deterioration.—Ibid. . 


Delay of approximately one day in transporting cargo of 
bananas from Jamaica to Baltimore, caused by unseaworthiness 
of vessel, consisting of breakdown of machinery, held unjusti- 
fied, and, being proximate cause of deterioration of the bananas, 
vessel owner was liable.—Ibid. 

(District Court, E. D., New York.) Evidence held not to 
show negligence which rendered carrier diable for damage to 
cargo from cause excepted in bill of lading, under the facts 
stipulated—Barr vs. International Mercantile Marine Co., 24 
Fed. (24) 859. 


GREAT LAKES’ BILLS PASSED 
The House has passed H. R. 13032 and H. R. 13037, bills 
amending existing law with reference to lights on vessels on 
the Great Lakes. (See Traffic World, May 5, p. 1128.) 
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OVERSEAS FREIGHT RATES 
The Trafic World New York Bureau 


Decreasing activity in the full cargo markets, despite ab- 
normally low rates which ordinarily would bring an increase 
in business, has featured the charter situation in the last few 
days. The rate level is now near the point where voyages not 
only show a loss for the shipowner but causes losses so heavy 
that it would not be worth while for the owner to undertake 
the trip to get his ships in position for more profitable traffic. 
Many owners are understood now to be considering holding 
their vessels idle for a month or two to save insurance, in the 
hope that by the end of that period overseas transportation may 
show an improvement. 

While there are no indications of any improvement in the 
near future, it is difficult to see how rates can recede further 
from this level. 

One of the few fixtures for heavy grain was a steamer from 
Montreal to the Mediterranean on the basis of 15%, cents for 
the first half of June, which was one-quarter cent less than 
previous charters. Vessels are being offered at 12c a hundred 
pounds to Antwerp and Rotterdam, 13c to Hamburg and Bre- 
men, for May loading, without resulting in fixtures. Sufficient 
liner space is available for the current flow of shipments at 
rates well below the figures which owners can accept for full 
cargoes. 

The coal market generally is unchanged, with some _ busi- 
ness in sight for Italy, due to the prevailing low rates. Char- 
terers are willing to pay $2.50 a ton for space, with a possibility 
of 10c- additional for prompt vessels. Inquiries for South Amer- 
ica are ranging around $3.15 a ton to the River Plate or Rio 
and $3.25 a ton to Santos, for June loading. 

Some interest is noted in the sugar trade, with rates rang- 
ing from 16s 6d to 19s, depending upon the size of the vessels. 

The following new conference contract rates have been 
established: 


Great Britain and Ireland—Fiber sheets, vulcanized, in cases, 
crates or rolls, 75c per 100 pounds. 

. Scrap metals, tin bearing, for refined purposes, not nickel: Pieces 
less than 50 pounds must be cked, $8 per 2,240 pounds. In pigs 
or slabs not less than 100 pounds per piece, $7 per 2,240 pounds. air 
combings, horse or ox, in compressed bales, $1 per 100 pounds. Iron, 
pig, $5.50 per 2,240 pounds. : 

Wood molding: In the white, 60c per 100 pounds; finished, $1.20 
per 100 pounds. Steel piling, $8 per 2,240 pounds. 

The Atlantic and Pacific Far East conferences have named 
a rate of $50 a ton of 2,000 pounds weight from Atlantic ports 
and. $30 per 2,000 pounds weight from Pacific ports on rubber 
tires and tubes destined Far East base ports. This was con- 
strued to cover pneumatic as well as solid rubber tires. The 
Atlantic Far East Conference has interpreted this rate as cover- 
ing only pneumatic rubber tires and tubes, and subject to con- 
currence of the Pacific Far East Conference, the old rate of 
$20 per ton of 2,000 pounds, or 40 cubic feet, ship’s option, will 
apply on shipments of solid rubber tires from Atlantic ports to 
the Far East and rate of $12 per ton of 2,000 pounds, or 40 
cubic feet, ship’s option, will apply on this commodity from the 
Pacific to Oriental base ports. 

The following new rates, effective May 1, were made at a 
meeting of the Gulf Conference at San Francisco: 

New item, iron and steel articles,. minimum carload weight 
30,000 pounds, C. L., 50 cents; L. C. L., 90 cents. This item includes 
beads, corner, in bundles; braces (will not apply on trench or building 
erection braces or building or building shores); ceiling clips; corner 
bead clips; cove base; cove base fastenings; expanded metal lathing 
and steel ——s. including fastenings; flooring, expanded, metal, in 
bundles; joists; lathing, bituminized paper, metal reinforced, in bun- 
dles; lathing, corrugated, perforated or expanded, in bundles (see 
Note 2); metal- window trim, K. D., in bundles; reinforcement, metal 
concrete N. O. S., in bundles (see Note 2); spot grounds; studding, 
iron, in bundles; lathing and roofing, metal and fibre combined; 
wall grounds; wall ties; wire, iron or steel; reinforcement, plaster, 
wire, not lighter than 18 gauge wire; rods, wire. Note 1—Subject to 
Rule 6-A, Note 2—Rates named will not apply on woven wire. 

New item: Iron and steel articles, minimum carload weight 24,- 
000 pounds, C. L., 80 cents; L. C. L., $1.30. This item includes blinds, 
plain, bronZed or coppered; chutes, iron or steel; chute doors; doors 
(including rolling doors), plain, bronzed or coppered; doors and 
shutters, wooden, metal covered; finishing, inside, plain bronzed or 
coppered; frames, door, window and screen, plain bronzed or cop- 
pered; moldings for door frames and_ for inside finishing, plain, 
bronzed or coppered; sash (minimum C. L. weight _18,000 pounds); 
scuppers, iron or steel; steel basement. sash, unglazed; ventilating 
apparatus, factory or greenhouse (fixtures for operating windows in 
series), iron or steel, K. D. loose or in packages. 

The following changes in rates per ton weight and measure- 
ments, ship’s option; were made to Montevideo and Buenos 
Aires: Choppers, food, third class, $16 passenger steamers; 
$14.50 freight steamers. Matches, all kinds, in metal cases, 
first class, $22 passenger steamers; $20 freight steamers. Rosin, 
sizing and preparation, $13.50 passenger steamers; $12 freight 
steamers. 

The following rates per ton, weight or measurement, ship’s 
option, became effective: Matches, all kinds, in metal cases, 
first class, Rio $22, Santos $23, passenger steamers; $20 and $21 
freight steamers. Rosin, sizing and preparation, Rio de Janeiro, 
$14.50, Santos, $15.50 passenger steamers; $13 and $14 freight 
steamers. , 

A rate of $14 on lumber for July is announced by the Inter-’ 
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coastal Lumber Conference. This rate is the same as that for 
May and June and is $1 per thousand feet above the April rate. 

Following the meeting of the Pacific Westbound Conference 
and its joint deliberations with the Atlantic-Far East at Vic- 
toria, overtures are under way to enlist in the conference the 
three over-Pacific lines which recently came under private own- 
ership through sale from the Shipping Board. 

These lines are the Oceanic & Oriental Navigation Company, 
held by the American-Hawaiian Steamship Company and the 
Matson Navigation Company; the States Steamship Company 
of Portland, backed by K. D. Dawson and co-related interests, 
and the Tacoma-Oriental Navigation Company, sponsored by a 
new group on Puget Sound. 

It is understood that the Victoria parley resulted in an 
affirmation by the Atlantic lines that they would agree to the 
abolishment of the so-called “$9 minimum,” the boil of discon- 
tentment in past deliberations, if the three new factors would 
join the pact. 

Drew Chidester, vice-president of the General Steamship 
Corporation, and M. J. Buckley, freight traffic manager of the 
Dollar Steamship Company, were delegated by Victoria to pre- 
sent the overtures to the Oceanic & Oriental interests in San 
Francisco. 

W. T. Sexton, of the Columbia-Pacific Shipping Company, 
Portland, received similar authorization in regard to the North- 
ern interests. 

The preliminary advances are subject to further inspection 
by those concerned, with a possibility of harmonious accord as 
the outcome, subject, perhaps, to modifications. 

Drew Chidester was elected chairman of the Pacific West- 
bound Conference, succeeding E. J. Manion. The next meeting 
of the Pacific Westbpund Conference will be held at Portland 
in September. R. A. Sewell, of the Bank Line, was elected 
chairman of the joint Pacific Westbound Conference and the 
Atlantic Far East Conference, which will hold its next annual 
meet at New Orleans. 

The presence in London of Kermit Roosevelt, president of 
the Roosevelt Line, and the departure of Joseph T. Lilly, presi- 
dent of Norton, Lilly, on the Leviathan, gave rise to reports 
that the warring factions in the India-United States trades will 
gather shortly in London to declare peace and readjust the 
freight rates, which have been badly shattered by the fight to 
control the heavy movement of jute and burlap. 

James A. Farrell, president of the United States Steel Cor- 
poration, whose company’s ships are also affected by the present 
rate disturbance, was last reported in Rome, but shipping men 
would not be surprised if he should attend the expected con- 
ference, which would bring together Sir John Reeves Ellerman, 
head of the shipping companies bearing his name; the heads 
of the Cunard-Brocklebank interests; Kermit Roosevelt, who 
operates Shipping Board tonnage in the trade involved, and 
Joseph E. Lilly, who not only represents the Ellerman-Bucknell 
interests in the United States, but acts as agents for the 
Isthmian Line, a subsidiary of the United States Steel Products 
Company. E 

There have been indications in the last few months that 
the Brocklebank and Ellerman groups, as well as the Isthmian 
Line, would welcome an upward revision of rates from the levels 
to which they were brought when the Shipping Board author- 
ized the Roosevelt Steamship Company, operators of the Ameri- 
can India Line, to reduce the rate on jute, burlap and bagging 
to 25 cents per 100 pounds, effective January 1, and to make 
contracts on this basis throughout 1928. 


This action of the Shipping Board, it was explained at the 
time, was due to refusal of the Hillerman, Brocklebank and 
Isthmian lines to grant the Shipping Board line an allotment 
of sixteen direct sailings a year from Calcutta and a propor- 
tionate share of the yearly movement of some 650,000 tons of 
jute from that port to the United States, of which the line up 
to that time had not carried any. It was stated that the board 
would have been satisfied with an allotment of 25 per cent of the 
movement and decided to adopt drastic measures when its de- 
mand was rejected. 

The Ellerman and Brocklebank interests are reported to 
have been inclined to come to an agreement with the board, 
while the Isthmian Line took the stand that competition by the 
Shipping Board with a privately owned American line in the 
Calcutta trade or any other trade was unfair. The board, on 
the other hand, has held that the lines operated by the Steel 
Corporation are not, strictly speaking, common carriers, as they 
are operated primarily for the transportation of the products of 
the corporation. 

It is understood that if any settlement should be reached 
in the pending negotiation the new rates will not become effec- 
tive before January 1, 1929, inasmuch as existing contracts do 
not terminate before the end of the year. 





MONEY FOR SHIPPING BOARD 


The Senate and House have finally agreed on items in the 
independent offices’ appropriation bill, with respect to the Ship- 
ping Board, that were in dispute. 

Efforts of Senator Black, of Alabama, to prevent the general 
counsel of the Shipping Board being paid $15,000 a year, were 


unsuccessful, the House having refused to accept an amendment 
limiting salaries of attorneys to $10,000... The Senate receded 
as to its amendment. The Senate also receded as to an amend- 
ment, backed by Senator Black, limiting payments for attorneys’ 
fees and salaries to $113,200. The House insisted on a total of 
$850,000 for that purpose and the Senate agreed to it. The 
amount named by the House represented a reduction of $70,000 
from the amount originally proposed. 

Senator La Follette, of Wisconsin, was defeated in his 
efforts to have the sea service bureau of the Shipping Board 
abolished. The House refused to accept the amendment and 
tthe Senate receded. 


Reconditioning of the ex-German passenger ships—the 
Mount Vernon and Monticello—is provided for at a cost of not 
in excess of $12,000,000, not to exceed $10,000,000 of which is 
to be made available from the Shipping Board’s ship construc- 
tion loan fund. 


FOREIGN TRADE COUNCIL 


The Fifteenth National Foreign Trade Council, held recently 
in Houston, Tex., thus expressed itself on the subject of an 
American merchant marine and other subjects related to foreign 
shipping: 


Any legislation intended to assure the maintenance of a privately 
owned and operated American merchant fleet must take full cogniz- 
ance of the necessity for putting American-built and operated vessels 
on a plane of effective equality with their foreign competitors. 

The present operation of government-owned vessels through gov- 
ernment appointed agencies has cost the country more than $233,- 
000,000 in the last eight years. At the same time little progress has 
been made toward the declared purpose of Congress, the maintenance 
of a privately-owned and operated merchant fleet. Our shipyards are 
in a precarious state. Our ships are wearing out or becoming abso- 
lete, with little or no provision for replacement, and very few addi- 
tions of new vessels calculated to keep our merchant marine abreast 
of the time. Meanwhile, the proportion of American cargo carried in 
American overseas vessels has steadily decreased, to less than one- 
third of the total, and privately-owned ships in competition with gov- 
ernment-owned ships have difficulty in earning operating expenses. 

It is obvious that if national policy is to be carried out legislation 
very different from anything heretofore enacted must be had. 

The house committee on merchant marine an@ fisheries has re- 
ported -a bill embodying provisions that cover in principle several of 
the essential features necessary to be enacted into law if the general 
purpose is to be accomplished. 

This convention heartily endorses that purpose and urges prompt 
action in Congress toward the early and definite establishment in fact 
= as in law of the national policy of private ownership and oper- 
ation. 

Congress and the nation have a plain choice between continuation 
of the present unsatisfactory method, perpetuating government own- 
ership and operation, and new legislation, denlanel to fulfill the pur- 
pose of private ownership and operation. : 


Adequate Marine Insurance Facilities 


The lack of uniformity in state laws hampers the development of 
adequate American marine insurance facilities. Only three states, 
New York, New Jersey and Pennsylvania, have put into their statutes 
the model marine insurance law enacted by Congress for the District 
of Columbia six years ago. 

It is highly desirable that other states promptly follow the ex- 
ample of these three in order that this unnecessary handicap may be 
speedily removed. 


Revision and Codification of Navigation Laws 


Two projects of legislation of great importance of our foreign 
trade have not yet reached the stage of introduction as bills in Con- 
gress. One is the long delayed revision and codification of our anti- 
quated and restrictive navigation laws. The other is the equally long 
delayed revision of our customs administrative laws. Both projects 
are vital. They have been under consideration for years. The delay 
in securing action is'a conspicuous revision of our extreme adminis- 
trative laws. Both projects are vital. They have been under consid- 
eration for years. The delay in securing action is a conspicuous ex- 
ample of legislative and administrative sloth which it is earnestly 
hoped the present Congress will end. 


Ocean Bills of Lading 


Another pending measure is H. R. 12208, dealing with ocean bills 
of lading. It covers revision of the Harbor Act so as to permit con- 
tracts of carriage in conformity with the Hague Rules. An identical 
bill S. 3738 has been introduced in the Senate. These bills were pre- 
pared in conference by representatives of the carriers and shippers 
and have the endorsement of the various interests concerned. Hear- 
ings will be held later by the house committee, and possibly by the 
Senate. It is of great importance that early action should be taken by 
Congress to bring our procedure into harmony with that of other 
maritime nations. 

Foreign Trade Zones 


Chairman Jones, of the senate committee on commerce, has also 
introduced his bills, S. 1781, providing for the establishment of a load 
line for American vessels, and S. 742, for the establishment of for- 
eign trade zones at American ports. Both are of great importance 
to our foreign trade and should receive wide and yigorous support. 

Foreign trade zones are a most effective agency of. the re-export 
business. The value of this re-export business to the whole American 
enterprise is such that extra effort should be put forth to secure early 
action on this measure. 


Permanent Parcel Post With Cuba 


Another bill pending in Congress on which there ought to be 
prompt action is H. R. 9195, designed to permit the negotiation of @ 
Permanent parcel post convention with Cuba. Aside from the direct 
importance of the measure to our commerce, it has a bearing upon re- 
lations with all Latin America, which should bring to it at once the 
sympathetic consideration of our people and the prompt and favorable 
action of Congress. 

Our trade with Cuba’ is, greater than that with any other Latin- 
American country. That market development through American in- 
vestment and the reciprogal agreement of twenty-five years ago 38 
now menaced through changed conditions of foreign competition. 
Failure by Congress to remove the unjust discrimination against which 
Cuba complains will certainly add to the difficulties faced by your 
commerce there, without possibility of compensatory advantage t? 
any American industry. 
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May 12, 1928 


HOUSE PASSES MARINE BILL 


The Trafic World Washington Bureau 


After two days of debate, the House, late on the afternoon 
of May 5, passed the Jones-White merchant marine bill without 
arecord vote. Aside from minor perfecting amendments offered 
on behalf of the committee on merchant marine and fisheries 
and one other amendment, the bill was passed-as reported by 
the committee. 


Representative Wood, of Indiana, was defeated in efforts 
to amend the bill to provide that loans for building ships should 
be limited to $10,000,000 for one person or company in one 
year and to provide for loans for the building of cargo vessels 
to the full amount of the cost thereof, without interest. 


The bill provides for a ship construction loan fund of 
$250,000,000, contracts for payment for mail services, authority 
for government insurance of vessels in which the government 
has an interest, and a merchant marine naval reserve. The 
committee estimated that the cost to the government under 
the bill would be not in excess of $10,000,000 annually at the 
present time and in the immediate future. 


The measure was sent to the Senate. The House bill was 
in the nature of an amendment to the Jones bill that was passed 
by the Senate. ; 


The following senators were appointed as conferees on the 
Jones-White bill: Jones, of Washington; McNary, of Oregon; 
Johnson, of California; Fletcher, of Florida; and Ransdell, of 
Louisiana. Senator Jones moved that the Senate disagree to 
the house amendment and ask for a conference. This was the 
formal action necessary to put the bill in conference. 


The House conferees are Representatives White, of Maine; 
Lehlbach, of New Jersey; Free, of California; Davis, of Ten- 
nessee, and Bland, of Virginia. 


An amendment offered by Delegate Houston, of Hawaii, 
taking Filipinos out of the classification’as aliens in crews of 
vessels, was adopted by the House. ‘ 

The bill was passed by the House practically without op- 
position. 


COMMERCE FROM U. 8. PORTS 
The Trafic World Washington Bureau 


The Senate has agreed to a resolution offered by Senator 
Walsh, of Massachusetts, calling for an investigation by govern- 
mental authorities as to the diversion of commerce from ports 
of the United States to Canadian ports. The resolution follows: 


Whereas during the past 10 years there has been diversion of com- 
merce from United States ports to Canadian. ports, particularly in 
grain and other farm products, so great as to threaten the foundation 
of the future commerce and prosperity of the ports of the United 
States and to affect seriously the agricultural and transportation 
— of this country, including the development of its merchant 
marine; 

Whereas this diversion of commerce is the result of (1) more 
favorable railroad rates between points in the United States and 
Canadian ports than between the same points and United States 
ports, (2) more stringent regulations as to grading and inspection 
of grain at ports of the United States than at Canadian ports, 
especially the higher grain standards and the dockage rules of the 
United States, (3) the preferential customs regulations of Canada, 
giving lower tariffs on products imported into Canada directly 
through Canadian ports than on those routed through ports of the 
United States, and (4) the preferential schedules of other parts of 
the British Empire imposing lower duties or more favorable regula- 
tions on products of the United States routed through Canadian ports 
than on those shipped from’ United States ports; and 

Whereas the adoption by Congress of constructive legislation to 
meet these conditions is imperative and depends on the solution of 
problems within the respective provinces of the department of state, 
the department of agriculture, the. United States shipping board, 
and the Interstate Commerce Commission: Therefore be it 


Resolved, That the secretary of state, the secretary of agriculture, 
the United States shipping board, and the Interstate Commerce Com- 
mission are requested (1) to investigate, in cooperation with each 
other, the factors which are contributing, to the diversion of commerce 
from ‘ports of the United States to Canadian ports and practicable 
remedies for preventing such diversion, and (2) to report thereon to 
the Senate at the beginning of the next regular session of the Seven- 
tieth Congress. 


Senator Walsh said the senators from Maryland, Pennsyl- 
vania, Virginia, New York, Maine, and Massachusetts had been 


in conference in reference to the decline in exports from the ~ 


Atlantic seaports, particularly in grain and other farm products. 

“It is a condition which threatens seriously our future com- 
merce,” said he. “The result of these conferences, which were 
Darticipated in by representatives of maritime organizations, 
has led to the presentation of the resolution.” 


The senator discussed statistics showing a larger volume 
of grain shipments through the port of Montreal than through 
Boston and Portland, Me., and a similar situation with respect 
to loss of export. shipments of pork products and lard to Cana- 
dian ports. He said three factors had contributed materially 


to the transfer of export business from U. 8. ports to Cariadian’ 


ports—the two-cent rail rate differential under New York en- 
joyed by Montreal and differentials in favor of the ports of St. 
Johns and Halifax and a grain rate reduction from Buffalo, 
N. Y., to St. Johns; the difference between the Canadian regu- 
lations and the United States regulations relative to the grading 
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and inspection of grain; and third, the preferential customs 
and regulations of Canada, Great Britain and Australia. Said he: 


Congress ought to take cognizance of this situation and do 
what it can to enable our ports to recover the trade which is 
being taken away from them. It is a subject which is part and 
parcel of our whole merchant marine policy. It is axiomatic that 
adequate cargoes are quite as necessary as the ships themselves in 
the development of a merchant marine under the American flag. 
The economic health of our seaports is being undermined and our 
commercial independence is jeopardized. It involves the question of 
rail and water rates and raises questions of foreign policy. 

What are the remedies? Some readjustment of our own freight 
rates will undoubtedly be necessary. Such readjustments can be 
made and ought to be made without further legislation. Our own 
regulations in the matter of grain inspections and grain standards 
ought to be so modified that there shall be no handicap imposed on 
the rE of our own grain passing through our own ports. If 
the United States shipper can escape the dockage charge by ship- 
ping by Montreal we can not expect him to submit to that deduction 
at the port of New York. 

Perhaps we ought to enact a preferential customs regulation 
favoring our own ports for our protection similar in character to 
the preferential treatment which Canada gives to her imports. There 
is no question that a very large volume of business is now moving 
into the United States via Canadian ports. We have the means at 
hand to bring these imports to us direct through our own ports, and 
we ought to do this in the interest of the prosperity and welfare of 
our Own country. 


Representative Beedy, of Maine, has introduced a resolution 
in the House similar to the Walsh resolution. 


A CORRECTION 


Editor The Traffic World: 

In your issue of April 28, page 1050, under the caption “Over- 
seas Freight Rates,” at the bottom of column 1, you have a 
paragraph referring to revision of freight rates in eastern ter- 
ritory, and we believe that this particular paragraph was in- 
advertently placed under the above mentioned caption. 

We would also like to point out that the particular quota- 
tion attributed to the writer had nothing whatsoever to do with 
the report of Examiner Trezise in I. C. C. 18715. The remarks 
had reference to Examiner Hosmer’s report in I. C. C. 15879. 

We would further point out that the opening statement in 
the paragraph referred to is misleading, in that no such state- 
ment was made by the writer. Remarks which the writer did 
make had reference to the increase in the differential that would 
occur. 

B. K. Wimer, Commissioner of Transportation, 
Philadelphia Chamber of Commerce. 
Philadelphia, Pa., May 7, 1928. 





We have no idea how our New York correspondent came to con- 
fuse matters in such fashion and we hasten to publish the above 
correction before we have even an opportunity to find out.—Editor 
The Traffic World. . 


OCEAN AGREEMENTS APPROVED 


The following agreements, filed in compliance with the pro- 
visions of section 15 of the shipping act, have been approved by 
the Shipping Board: 


An agreement between carriers in the trade from west coast of 
Italy ports to north Atlantic ports of the United States. Under the 
agreement the carriers are to maintain the rates of freight and con- 
ditions as agreed a by them in conference. Unjust discrimination 
or the allowance of discounts, payments, rebates or returns of any 
description are forbidden. Conference action is to be by unanimous 
vote except decisions in respect to rates, commissions and differences 
between contract and non-contract rates, as to which a two-thirds 
vote of the members present is provided. Except with unanimous 
approval, each member is restricted to thirty-six sailings per annum. 
Violation of the provisions of the agreement with respect to the 
quotation of rates, payment of commissions, rebates and compensa- 
tion, is answerable to a penalty of $1,500 in United States currency 
or its equivalent, to be decided and assessed by a two-thirds majority 
vote of all conference members, while disputes between members in 
regard to other matters are to be settled by arbitration. <A. penalty 
deposit of 100,000. Italian lires ($19,300 par) by each, member is re- 
quired. Any party to the agreement may withdraw upon 60 days’ 
notice, and any person, firm or corporation opérating vessels regu- 
larly in the trade*will be admitted upon compliance with the terms 
of the agreement. f 

An agreement between the Panama Mail Steamship Co. and 
American Merchant Lines: Covers movement of shipments on through 
bills of lading between ports of the United. Kingdom and Los Angeles 
Harbor and San Francisco, Calif., via New York. The through rates 
to be based on the going rates at the time shipments move and to 
be apportioned on the‘basis of four-sevenths to the Panama Mail and 
three-sevenths to the American Merchant; cost of transfer at New 
York to be absorbed by. the Panama Mail. 

Redwood Line, Inc., and Aluminum Line: Covers transportation 
on through bills of lading of all commodities. (except lumber and 
timber) from Pacific coast ports of the United States to designated 
ports of the West Indies and South America. The through rates to 
be based on the direct line rates, and to be divided 40 per cent to 
the Redwood and 60 per cent to the Aluminum; cost of transshipment 
at New Orleans divided accordingly. 





SHIPPING BOARD DECISION 


The Shipping Board has dismissed No. 39, Bonnell Electric 
Manufacturing Company vs. Pacific Steamship Company, 1 U. 
S. S. B. 143-4, finding the rate of $2.50 per 100 pounds on iron 
pipe and pipe elbows, from New York, N. Y., to Miami, Fla., 
had not been shown to have been unjust or unreasonable as 
alleged. The board said that the only evidence adduced by the 
complainant in support of its allegation that the rate of $2.50 
was unjust and unreasonable was the fact that the Clyde 
Steamship Company, at the time of this shipment, March, 1926, 


? 
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had in effect a rate of 73 cents. The board said that the bur- 

den of showing unjustness and unreasonableness was upon the 

complainant and that that burden had not been sustained. It 

said that unjustness and unreasonableness was not proved by 

merely showing that a lower rate existed over the line of an-— 
other carrier. 


PITTSBURGH STEEL PROTESTS . 


The Trafic World Washington Bureau 


While the bulk of the protests against the proposal of the 
Illinois Central and the Redwood Line to equalize Chicago and 
Pittsburgh on iron and steel and other articles to the Pacific 
coast terminals are limited to iron and steel, some mention of 
the fact has been made that the equalization extends also to 
canned goods from Rochester and soap chips from Jersey City 
via Baltimore. The Baltimore Association of Commerce, in par- 
ticular, has called attention to the: phase of the subject that has 
been subordinated to iron and steel. 

According to unofficial advices from Chicago the [Illinois 
Central and the Chicago Association of Commerce plan to 
answer the protests against the tariff about May 21, that is; just 
ten days before the effective date of the tariff so that they will 
be able to cover all the protests. It is asserted that the western 
railroads will not object to the tariff although it may cause 
them loss of some traffic. The northern transcontinental lines, 
it was supposed when the tariff was filed, would protest. That 
supposition was based upon the theory that they would objeet 
to Chicago and other Mississippi Valley territory getting to the 
Pacific terminals on a rate lower than the all-rail because they 
had been denied fourth section relief to carry such traffic in 
competition with the eastern railroads and the intercoastal 
lines. However, the Chicago interests believe the transcon- 
tinental lines will make no objections. 

In support of the proposal, it is understood the Illinois 
Central and Chicago interests will point out that the predominant 
empty car movement of the Illinois Central is southbound and 
that the Redwood steamers, at times, have had to go to the 
Pacific coast in water ballast because they had no westbound 
traffic to haul. Their heavy tonnage movement is eastbound 
logs procured in California and sawed in New Orleans or that 
general vicinity. Therefore, it is to be submitted the Commission 
should not suspend a tariff that would give the rail and steamer 
lines something to be hauled in the direction of their empty 
movement. 

One of the points made in connection with the proposal is 
that the Commission has not the power to prescribe a minimum 
rate for a route in which a carrier by water is a party. That- 
limitation, it is suggested, will confine the Commission, if it 
suspends the tariff, to a consideration of the question whether 
it would cause undue prejudice. 


ST. LAWRENCE WATERWAY PROJECT 
Representative Peavey, of Wisconsin, has introduced House 
Resolution 185, providing that the report submitted by the 
United States-St. Lawrence Commission on December 27, 
1926, on the St. Lawrence waterway project, be adopted as the 
policy of the House of Representatives of the United States, 
the Senate concurring, and that the President and the Secretary 
of State be requested to conclude ‘negotiations for a treaty that 

will permit the early completion of such a waterway. 





NICARAGUAN CANAL SURVEY 

Representative Denison, of Illinois, has introduced House 
Joint Resolution 295 authorizing ah investigation and survey for 
a Nicaraguan Canal. The resolution would authorize an appro- 
priation of $150,000 for the survey. 

Opposition to the joint resolution (S. J. Rec. 117) authoriz- 
ing an investigation and survey for a Nicaraguan canal was. 
_ voiced in the Senate, May 8, by Senator King, of Utah, when 
bills were being considered by unanimous censent. Although 
Senator Edge, of New Jersey, made a plea that the bill be taken 
up, Senator King said he was familiar with the proposal “and I 
am opposed to the proposition entirely.” Senator Edge said he 
would call the resolution up for consideration later. 


BARGE TRAFFIC SURVEY ; 

The Department of Commerce announced, May 10, that it 
would begin at once to make a survey of cargo offerings avail- 
able for barge transportation on the Ohio and Mississippi Riv- 
ers from points between Pittsburgh and New Orleans, inctu- 
sive. The survey will be made along the lines of those made 
recently with respect to potential traffic on the Missouri and 
Mississippi Rivers. The survey will be made by W. S. Small- 
wood, C. C. Kirkpatrick and M. 'R. Beaman. 


STORE DOOR DELIVERY 
W. H. Chandler, chairman of the Shippers’ Conference of 
Greater New York, announces that a report is now being pre- 
pared recommending adoption of an optional and modified form 
of store door delivery. This question is now being studied by 
shippers and railroad executives, who are expetced to offer 
further suggestions. 
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BARGE LINE EXPANSION 
The Traffic World Washington Bureau 


The House committee on interstate and foreign commerce, 
in its report on the barge line expansion bill, prepared by Rep. 
resentative Denison, of Illinois, said its approval of the bill 
was not to be construed as an indication of an intention or 
purpose to put the government permanently into the water 
transportation business. 

The additional capital of $10,000,000 that will be provided 
for the Inland Waterways Corporation, if the bill is passed, “is 
imperatively needed by the corporation to enable it to secure 
additional barges and towboats to supply a somewhat larger 
part of the increasing demand for water transportation and to 
enable it more successfully to carry out the policy and the 
purpose of Congress in authorizing the organization of the 
corporation and the continuance of the service,” according to 
the report. 

“The Inland Waterways Corporation is operating as a com- 
mon carrier and is under the jurisdiction of the Interstate 
Commerce Commission,” said the report. “Other common car- 
riers are required by law to provide sufficient equipment to 
handle the business that is offered to them, and if such carriers 
refuse or fail to provide the equipment, the Commission can 
and will order them to do so. The Commission could not, of 
course, require the Inland Waterways Corporation, which be- 
longs to and is operated by the government, to provide addi- 
tional facilities. Congress alone can do that and by this 
amendment $10,000,000 additional capital will become available 
to enable the corporation to provide additional facilities to 
take care of at least a part of the needs of the shippers who 
are asking for such service.” 

The committee report said it was clearly stated in the 
report of the committee on the bill creating the Inland Water- 
ways Corporation, passed in June, 1924, “that it was not the 
intention or purpose of Congress to put thé government 
permanently into the water transportation business.” 

“It should again be just as clearly stated that the com- 
mittee does not intend to approve or to encourage such a 
policy by favorably reporting and recommending the approval 
of the pending bill,” said the report. “The government should 
not continue the operation of the Inland Waterways Corpora- 
tion any longer than is necessary to carry out the purpose for 
which the corporation was created. When that purpose has 
been substantially accomplished, the government should dis- 
pose of the facilities of the corporation and withdraw from 
such service. 

“It is believed by the committee that the conditions pre- 
scribed by this bill for the termination of government operation 
are. such as will assure water transportation service under 
private operation on the Warrior and Mississippi River systems 
if such transportation service privately owned and operated 
will ever be practicable and profitable.” 

The committee said transportation on the inland water- 
ways could not live on port-to-port traffic—that it could only 
live and succeed “by the business it may receive from the 
interior parts of the country through rail connections.” 

“Therefore,” continued the committee report, “it is abso- 
lutely necessary, not only for the successful operation of the 
government-owned barge lines, but for the successful operation 
of any privately owned water transportation service, that 
through routes and joint rates and a fair division of the joint 
rates with rail carriers shall be available. 

“While many of the railroads of the country have volun- 
tarily cooperated with the Inland Waterways Corporation in 
the establishment of through routes and-joint rates, a large 
number of ‘them have refused to do so. This policy of’ opposi- 
tion on the part of many of the railroads has resulted in years 
of delay in the extension of the benefits of water transporta- 


‘tion to interior communities and: has seriously retarded the 


successful operation of the Inland Waterway Corporation. Un- 
less such opposition on the part of the rail carriers is over- 
come and through routes, joint rates, and an equitable division 
of joint rates is made available without interminable delays and 
the heavy expense necessary to carry on such proceedings 
before the Interstate Commerce Commission, privately owned 
transportation service will never be realized on the inland water- 
ways of the country.” 

The committee said the hearings on the bill convinced it 
that “legislation somewhat drastic” was now not only needed 
but was necessary in order to carry out fully the purposes for 
which the Inland Waterways Corporation was created and to 
realize the benefits of the policy of Congress manifested by the 
large expenditures made for the improvement of inland water- 
ways. Paragraph (e) of the bill was carefully prepared to ac 
complish that purpose, said the committee. If that provision, 
said the committee, is enacted into law, “it will immediately 
result in overcoming the reluctance of many of the railroads 
to cooperate with the Inland Waterways Corporation,” and 
will aid in bringing about such through routes, joint rates and 
fair divisions of joint rates as would afford to the people of 4 
large part of the country the “economies of cheaper transporta- 
tion by water.” 

' Before the creation of the Inland Waterways Corporation 
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% freight that keeps 


regularity and dependability. 


a death grip on its schedule 


f ye bull dog is traditionally famous 
for a viselike grip that refuses to 
be shaken off. The: divouis of other 


dogs, miscellaneous chewed bones, and 
the trousers of many itinerant hoboes 
bear mute. testimony to the power of - 


the bull dog’s, jaws. 


to-ind-a better ‘one than-“The Bull 
Dog” of the Pennsylvania. This big 
freight carrier. not only exercises. a 
strict vigil Over the property entrusted 
to his care, but he Pas sunk his teeth 
firmly into the record bag and won’t 


‘Speaking of dogs, it would be hard 3 


let go. Many times rain, fog, hail, and 
the like try to shake him off, but he 


keeps a death grip on his schedule and 


., brings’ in, his cargoes ‘regularly and 
:» dependably on time. @20002 


“The Bull Dog” operates’ between 


.:, Akrori, Ohio; and. Eastern Markets. He’: 
leaves. Akron ‘daily a:‘li¢tle after: mid-. 
night and by dawn he.is hot: footing 


toward the sunrise. 


In addition toa great-deal of mer- | 


chandise of a general nature this train 
carries large ay of rubber goods 
manufactured in the “Rubber City” 


and vicinity to Eastern destinations. 


"| “Though he carries rubber . 
his schédule is not elastic *: . 


"Month after.month “The Bull Dog” 
_has‘elung tenaciously: to, his othelibe 
‘Guided : y vigilant train: crews, ' and 
supervised . 

‘of men ‘whose business it is to get the 


along the route by hundreds 


trains through on time, this important 
carrier has. established the reputation 
of being one of the most reliable per- 
formers among the Pennsylvania’s 
“‘Limiteds of the Freight Service.” 


Here are three other Pennsylvania freights whose regular on schedule arrivals have earned them distinctive names: 


“THE RENOWN” 
Perishable— Merchandise 
Louisville to Chicago - 


PENNSYLVANIA 


“THE TRAILBLAZER” 
Merchandise 
St. Louis to Pittsburgh 


“THE ROCKET” 
Perishable—Merchandise 
Seaboard Cities to Cincinnati 


RAILROAD 


Carries more passengers, hauls more freight than any other railroad in America 
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in 1924, said the committee, the average loss annually on 
account of the barge line operations was $973,305. In the first 
year of operation by the corporation, it said, the loss was 
reduced to $34,519. In the second-year under the corporation, 
it said, there was a “profit” of $219,511. It said the “net profit” 
from the lower Mississippi operation in 1927 was $261,436, and 
in 1926, $519,411. It said the total assets of the corporation 
in 1927 were $17,026,878. 

Through cheaper freight rates, the barge lines saved ship- 
pers $2,302,000 in 1927, said the committee. 

“It can be seen, therefore,” said the committee, “what a 
substantial saving will be realized by the shippers of the 
country when the corporation is equipped with additional fa- 
cilities to handle more of the traffic that is offered it and when, 
by the establishment of through .routes and joint rates, the 
economies of water transportation are extended over the country 
more generally.” 

“Water transportation is the cheapest transportation that 
is known,” said the committee. “The cheapest transportation 
in the world is on the Great Lakes. 

“The Inland Waterways Corporation is transporting freight 
on the Mississippi and Warrior Rivers at a substantial profit 
for about 4 mills per ton-mile; while the average rail rate in this 
country is 11 mills per ton-mile.” 

The report set forth arguments that the farmers would be 
benefited by the barge lines. It also said the barge line serv- 
ices would supplement the service of the railroads and would 
not hurt the railroads. . 

A hint that thes Denison barge line expansion bill, with its 
provision for an increase in the capital stock of the Inland 
Waterways Corporation of $10,000,000 might not get before the 
House at this session was seen in remarks in the House, May 8, 
by Representative Snell, chairman of the House committee on 
rules. It is conceded that if the bill is brought up for considera- 
tion before adjournment, it will be under a rule reported by the 
rules committee. ° 

Mr. Snell called attention of members to the fact that 
pending legislative proposals involved an aggregate of more 
than one billion dollars and in a list of the proposals included 
the $10,000,000 proposed for the government barge line. 

“Various members are finding fault with the rules committee 
and specially with the chair because they cannot all get at once 
the legislation they are specially interested in” said he. 

Mr. Snell read the list of the legislative proposals involving 
appropriations and said he had submitted the list to President 
Coolidge, after stating that while he read the list “perhaps some 
of you may think as I do that it is about time to put up the 
stop-look-and-listen sign.” 

“If we pass all this legislation—and it is earnestly urged at 
the present time—instead of spending your time passing tax- 
relief measures, you better spend your time finding new rev- 
enues,” said he. 

Representatives Denison and Newton appeared before the 
House committee on rules to urge a special rule for considera- 
tion of the barge line bill. Their arguments were along the 
lines of the committee report on the bill. 


Text of the Bill 


The text of the Denison barge line expansion bill (H. R. 
13512) as favorably reported to the House by the House com- 
mittee on interstate and foreign commerce follows: 


Be it enacted by the Senate and House of Representatives of 
the United States of America in-Congress assembled, That section 
2 of the act entitled ‘“‘An act to create the Inland Waterways Cor- 
poration for the purpose of carrying out the mandate and purpose 
. of. Congress, as enpesened in sections 201 and 500. of the Transporta- 

tion act, and for other purposes,”* approvéd June 3, 1924, be, and the 
same is hereby, amended: to read as follows: ‘ 

_ “Section 2. The capital stock of the corporation shall be $15,000,- 
000, all of which is hereby subscribed for by the United States. Such 
subscription shall.be paid by the secretary of the treasury, within 
the appropriations therefor, upon call from time to time by the 
secretary of war. Upon any such payment a receipt therefor shall 
be issued by the corporation to the United States, and delivered to 
the secretary of the treasury, and shall be evidence of the stock 
ownership of the United States. There is hereby authorized to be 
appropriated the sum of $10,000,000, in addition to the $5,000,000 
heretofore authorized, for the purpose of paying such subscription.”’ 

Section 2, That section 3 of said act be, and the same is hereby, 
amended to read as follows: 

“Section 3. (a) Until otherwise directed by Congress, the cor- 
poration shall continue the operation of the transportation and ter- 
minal facilities now being operated by or under the direction of the 
secretary of war under section 201 of the transportation act, 1920, 
as amended, and shall continue to operate the facilities now being 
operated or that may hereafter be operated by it under the pro- 
visions of this act; and shall, as soon as there is an improved channel 
sufficient to permit the same, initiate and continue the water carriage 
— authorized by law upon the Mississippi River above Saint 

uis. 

“‘(b) When the improvement of any tributary or connecting water- 
way of the Mississippi River, not including the Ohio River, shall have 
been advanced to the point where within two years thereafter, there 
will have been substantially completed a sufficient and dependable 
channel for the safe operation of suitable barges and towboats thereon; 
and when the chief of engineers of the United States army shall 
certify that fact to the secretary of war, the secretary of war shall 
thereupon cause a survey of such tributary or connecting waterway 
to be made for the purpose of ascertining the amount of traffic, the 
terminal facilities, and the through routes and joint tariff arrange- 
ments with connecting carriers, that are or will, within such years, 
probably be available on such tributary or connecting waterway. A8 


_ tion facilities, to any 
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soon thereafter as such survey shall have been completed and a 
sufficient and dependable channel for the safe operation of suitable 
barges and towboats shall have been substantially completed, the 
secretary of war may, if he finds from such survey that water trans- 
portation can, in the public interest, be successfully operated on such 
tributary or connecting waterway, extend the service of the Inland 
Waterways Corporation thereon as soon as the corporation shall 
have suitable facilities available therefor. 

“(c) It is hereby declared to be the policy of Congress to con- 
tinue the transportation services of the corporation until (1) there 
shall have been completed in the rivers where the corporation operates, 
navigable channels, as authorized by Congress, adequate for rea- 
sonably dependable and regular transportation service thereon; (2) 
terminal facilities shall have been provided on such rivers reasonably 
adequate for joint rail and water service; (3) there shall have been 
published and filed under the provisions of the interstate commerce 
act, as amended, such joint tariffs with rail carriers as shall make 
generally available the privileges of joint rail and water transporta- 
tion — terms reasonably fair to both rail and water carriers; and 
(4) private persons, companies, or corporations engage, or are ready 
and willing to engage, in common-carrier service on such rivers. 

‘‘(d) When the secretary of war shall find that navigable channels 
and adequate terminals are substantially available as provided in 
paragraph (c) of this section, and when the Interstate Commerce 
Commission shall report to the secretary of war that joint tariffs 
with rail carriers have been published and filed as provided in said 
paragraph, the secretary of war is hereby authorized to lease for 
operation under private management, or to sell to private persons, 
companies, or corporations, the transportation facilities belonging 
to the corporation: Provided, That the facilities of the corporation 
shall not be sold or leased (1) to any carrier by rail or to any per- 
son or company directly or indirectly connected with any carrier by 
rajl; or (2) to any person, company, or corporation who shall not 

ive satisfactory assurance and agree, as part of the consideration 
or such sale or lease, that the facilities so sold or leased will be 
continued in the common-carrier service in..a manner substantially 
similar to the service rendered by the corporation; or (3) until the 
same has been appraised and the fair value thereof ascertained and 
reported to the president by the Interstate Commerce Commission, 
and the sale or lease thereof has been approved by the -president. 

“(e) Any person, firm, or corporation, including. the Inland 
Waterways Corporation, engaged or about to engage in conducting 
a common-carrier service upon the Warrior River or the Mississippi 
River, or any tributaries thereof, may apply to the Interstate Com- 
merce Commission and obtain a certificate of public convenience 
and necessity, in accordance with the provisions of section 1 of the 
interstate commerce act, as amended, and the Interstate Commerce 
Commission shall thereupon, by order, direct all connecting common 
carriers and their connections to join with such water carrier in 
through routes and joint rates with reasonable rules, regulations, and 
practices, as provided in subsection 3 of section 15 of the Interstate 
Commerce Aet, as amended, and the Commission shall, in such order, 
fix reasonable’ minimum differentials between all rail rates and joint 
rates in connection with said water service to apply until changed 
by order of the Commission. Such joint routes, rates, rules, regula- 
tions, and practices may be changed by order of the Commission or by 
agreement of the water carriers and the other participating carriers. 
The Commission shall further require the interested common carriers 
to enter into negotiations for the purpose of establishing equitable 
divisions of the aforesaid joint differential rates within thirty days 
after such joint rates are established, and if the carriers are unable 
to agree upon equitable divisions within one hundred and twenty 
days from date of publication the Commission shall, by order, de- 
termine and establish reasonable divisions to become effective co- 
incident with the effective date of the joint rates. The Commission 
is hereby given authority upon complaint, at once, and if it so orders 
without answer or other formal pleading by the interested carrier 
or carriers, but upon reasonable notice, to enter upon a hearing con- 
cerning (1) the reasonableness or lawfulness of any through route 
or joint rate filed pursuant to such order of the Commission, or (2) 
the reasonableness of any minimum differentials between all rail 
rates and joint rates in connection with any water service; or (3) 
the reasonableness of any division of joint rates ordered by the Com- 
mission under the provisions of this act; and after full hearings the 
Commission may make such order with reference to_any such mat- 
ters as it may find to be proper and in the public interest. At any 
such hearing the burden of proof concerning the unreasonableness 
or unlawfulness of any through route, joint rate, minimum differ- 
entials between all rail rate and joint rate in connection with water 
service, or division of joint rates shall be upon the carrier or car- 
riers making the complaint; and the Commission shall give the hear- 
ing and decision of such questions preference over all other questions 
4 ore before it, except such questions as are given like preference 
y law, and decide the same as speedily as possible: Provided, That 

the Inland Waterways Corporation sells or leases its transporta- 
rson,. firm, or corporation to be operated.as 
a common carrier, such person, firm, or corporation shall be entitled 


-to-a certificate of public convenience and necessity upon making ap- 


gee therefor; and all through traffic arrangements and joint tar- 
ffs with rules, regulations, and practices in- connection therewith 
en ery by the Inland Waterways Corporation and filed with the 
nterstate Commerce Commission and ‘participated in by other car- 
riers shall remain in full force and effect between such carriers and 
the person, firms, or corporation purchasing or leasing such trans- 
portation facilities from the Inland Waterways Corporation and op- 
erating the same as common carriers until changed by order of the 
Commission, except that such through-traffic arrangements and joint 
tariffs, with rules, regulations, and practices therewith, may be 
changed by mutual consent of the water carrier and the other par- 
ticipating carriers. Joint rail and water rates as herein used shall 
be deemed to include every movement of traffic in which a water 
line can participate. 

“(f) The operation of the transportation and terminal facilities 
under this act shall be subject to the provisions of the interstate 
commerce act, as amended, and to the provision of the shipping act, 
1916, as amended, in the same manner and to the same extent as 
if such facilities were privately owned and operated; and all vessels 
of the corporation operated and employed solely as merchant vessels 
shall be subject to all other laws, regulations, and liabilities gov- 
erning merchant vessels.”’ 


BARGE LINE ANNUAL REPORT 


The annual report of the Inland Waterways Corporation, the 
government’s barge line agency, was made public by the Secre 
tary of War, May 10. The report is for the calendar year 1927. 
With respect to the financial results of operations, the report 
sets forth the figures that were given by Major-General T. 2 
Ashburn, chairman and executive of the corporation, in his 
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testimony on. the Denison barge line expansion bill before the 
House committee on interstate and foreign commerce. (See 
Traffic World, April 7, p. 847.) 

The report, which was submitted to the Secretary of War 
by General Ashburn, reviewed the activities of the corporation in 
1927. It discussed the details of the arrangements leading up to 
the establishment of the upper Mississippi service, and agitation 
for more equipment on the upper Mississippi. It stated demands 
had been made that the equipment be extended to include ten 
to fifteen additional towboats and from 100 to 200 barges, and 
that the cost would be around $4,000,000. 


General Ashburn discussed also in detail situations with 
respect to joint rail-water routes and rates and cases pending 
before the Commission. With respect to a contract with the 
Western Weighing and Inspection Bureau, General Ashburn 
said: 


Due to the continual controversies between the railroads, the cor- 
poration, and shippers as to the responsibility for various losses and 
claims, and with a view to endi them, we entered into a contract 
with the Western Weighing & Inspection Bureau whereby it per- 
forms for us the same service in regard to weighing and inspection 
of cargo as it performs for all of our railroad connections in the 
} na ele under discussion—i. e., that served by the lower Mississippi 

vision. 


This contractual relation has certainly improved our relations with 
our shippers and our railroad connections. I can not state at this 
time its relative cost as compared to our old system, but am sure 
that the benefits derived from mutual accommodation and the good 
will created have justified the expenditure, even though it may cost 
more than the old system. 


“No further evidence is needed to show that the Inland 
Waterways Corporatfon has made great strides in carrying out 
the purpose of its creation by Congress than an enumeration 
of the bills already introduced into the present Congress re- 
garding the expansion of its equipment and demands for the 
extension of its service,” said the report referring to the Denison 
and other expansion bills. “For the benefit of Congress and 
the public, it should be definitely stated that not a single one 
of these bills had its origin in this corporation but were due 
to demands of shippers upon their representatives in Congress.” 

General Ashburn said in the report that in the spring of 
1927 “very definite complaints to the effect that discrimination 
was being made in the port of New Orleans resulting in the 
favoring of one group of shippers over another was brought to 
my attention.” He said the western sugar refiners and the 
Hershey refiners definitely charged that the New Orleans re- 
finers were being favored by the barge line. This situation 
was laid bfore the Secretary of War, who decided, said General 
Ashburn, as a matter of policy and equity, that if any such dis- 
crimination in fact existed it should be abolished and that all 


shippers should be given equal rights to the facilities afforded . 


by the barge line. Conferences were held with shippers to 
clear up the situation, said the general, and steps were taken 
to meet the situation. However, he said, shippers were con- 
stantly demanding that the facilities of the barge line be in- 
creased “so that we may take care of more business for them.” 

The report dealt with the appeal of the Barge Line Users’ 
Committee for an increase of $50,000,000 in the capital stock 
of the corporation and the surveys of potential traffic offerings 
that were made at the request of the Secretary of War as the 
result of that appeal, by the transportation division of the De- 
partment of Commerce under the supervision of Norman F. 
Titus, chief of the division. 


In concluding his report, General Ashburn said: 


This corporation is the agent of Congress, the Secretary of 
War is its governor, the responsible official of the government with 
all authority necessary to carry into effect the mandates of Congress, 
and so long as the present situation exists, so long as Congress ap- 
propriates money to buy capital stock of the corporation to allow it to 
operate without red tape and in the manner of an ordinary private 
transportation agency, so “_ must the secretary of war be the final 
judge of how the money of the corporation must be spent to accom- 
plish the mandate of Congress, ‘“‘to promote, encourage, and develop 
water transportation * * *, and to foster and preserve in full 
vigor both rail and water transportation.” 


Any attempt by legislation to secure many to be disbursed by this 
corporation for a specific project, which must be spent on that project 
whether it is good or bad, and for that project only, would inevitably 
result in a “throwback’’ to the old system of appropriating money 
from year to year and surround the operations of the corporation with 
the same difficulties that almost throttled the operations before the 
bill creating the corporation and giving it the powers it now has 
become a law. 

Furthermore, it would undoubtedly lead to political combinations 
whereby the stronger would be able to get more money than necessary 
and the weaker less; and the corporation, the agent created by Con- 
gress to carry into effect its mandate, would be compelled to sit 
supinely by and not only see the general policy of Congress thwarted 
ae find itself an unwilling instrument aiding the thwarting of such 
policy. : 

It would be far better to abolish the corporation and the policy of 
promoting, encouraging, and developing water transportation, and 
———s and preserving in full vigor both rail and water transpor- 
tation, than to appropriate money for specific projects. 

Preliminary studies regarding traffic conditions, the cost of equip- 
ment and terminals, what rail affiliations could be made, etc., and a 
general development of whether there existed a necessity for the 
a of such a project should be made by the corporation 
and Congres in a general way informed as to how appropriated money 
should be spent, but the secretary of war should have, as he now has, 
authority to deviate from the program as exigencies occur which make 
such deviations good business procedure. 
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Local conditions which maybe peculiarly harrassing should not be 
allowed to influence the a= policy upon which the corporation 
is embarked by the. will of Congress, progress should be made slowly 
and surely, and this corporation should be allowed to work out its 
problems in a sane businesslike way that will result in maximum 
efficiency and service. 

The function of this corporation as a government agency has 
never been to act as a club to beat down railway rates, whether 
those rates have been decided to be reasonably compensatory by the 
Interstate Commerce Commission or not; it has not been to furnish 
relief to certain sections of the country at the expense of others, 
but it has a certain well-defined mission to accomplish; i. e., the 
demonstration of the economic feasibility and desirability of re- 
establishing .common carriers by water and, through coordination 
and cooperation of such c&rriers with rail and highway carriers, to 
demonstrate that the whole country may reap some benefit, through 
cheaper transporation than would otherwise be available, of the vast 
sums of money that have been spent and will be spent in creating 
navigable streams. The fact that the public is reaping such benefits 
in a far greater measure than ever before, the fact that the certain 
sections of the country profit more by the operations of this dem- 
onstration agency than others, is incidental to the proper execution 
of ie mandate of Congress and not the prime object of the demon- 
stration. 

As has been repeatedly pointed out, emphasized and reemphasized, 
and embodied in the basic law creating this corporation, it was 
organized for the purpose of “carrying on the operations of the 
government-owned inland, canal, and coastwise waterways system 
to the point where the system can be transferred to private operations 
to the best advantage of the governmnt.”’ 

Certainly the point will never be reached where the system can be 
transferred to private operation to the best advantage of the govern- 
ment unless the system can be proven to be a financial success, and 
the system can not made a financial succes if it be expanded 
injudiciously, if its resources are frittered away upon the hopeless 
prosect of carrying at less than cost in order to benefit a particular 
ocality, or if it abandons its established policy of coordinating and 
making cooperative a unified system of rail, water, and motor trans- 

ortation that will reach into the homes of all the pooste who have 
een taxed to create these navigable streams, that will extend its 
benefits to the interior and not seek to utilize our streams for the 
sole benefit of those communities fortunately located thereon. 


FREIGHT OPERATING AVERAGES 


Comparison of selected items of freight service operating 
averages, for the two months ended with February, 1920, to 
1928, and for February, 1928, against February, 1927, of Class 
I railroads, for the United States as a whole, prepared by 
the bureau of statistics of the Commission, follows: 


2 Trainload # 

: 2 2 

E g = Reg ae 
8 3 8 ° “i 3 z 
Yo ee ae Gee ae oe ee 
25 a S §3 a iF Sa > of s- 
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1920 4,892 1,341 664 14,171 455 283 226 713 33.9 ... 
1921 3,985 1,355 617 15.016 387 *29.3 2283 59.2 36.6 i883 
1922 4,031 1,417 653 16,401 388 28.0 21.7 64.0 37.5 177 
1923 5,083 1,432 682 14871 486 28.6 25.4 66.9 36.6 190 
1924 5,009 1,490 686 16,426 474 27.7 26.1 65.7 38.7 174 
1925 5,090 1,574 -715 17,990 476 27.6 26.7 64.7 41.0 160 
1926 5,264 1,630 727 19,019 492 28.1 63:9 42.5 156 


6 727 9 4 7.4 7 x 
1927 5,482 1,709 *759 20,468 *515 28.2 *29.4 62.1 44.4 148 
1928 5,046 *1,741 754 *22,117 483 26.9 28.7 62.7 %45.7 *143 


Feb., 
-1927 *%5,625 ~ 1,741 *772 20,994 *530 *28.0 *30.4 62.4 45.2 142 


Feb., 
1928 5,179 *1,764 759 *22,499 496 26.6 29.8 *62.7 *46.5 *140 





*Best record of the comparative period 
tIncludes unserviceable cars. ° 
tIncludes equivalent coal tonnage for fuel oil consumed. 


OPERATING STATISTICS 


Operating statistics of Class I railroads, switching and ter- 
minal companies not included, for February and the two months 
ended with February, compiled from carrier reports by the 
bureau of statistics of the Commission, show the following: 


Loaded car-miles—1,343,359,000 for February and 1,332,311,000 for 
February, 1927; 2,676,101,000 for the two months ended with February 
and 2,714,068,000 for the same riod of 1927. 

Empty car-miles—798,687,000 for February and 804,056,000 for 
February, 1927; 1,594,927,000 for the two months ended with February 
and 1,653,819,000 for same riod of 1927. 

Net ton-miles—35,701,000,000 for February and 37,259,000,000 for 
February, 1927; 71,968,006,006 for two months ended with February 
and 76,491,000,000 for same period of 1927. 


Average number locomotives on line—30,621 for February and 
31,344 for February, 1927; 30,622 for the two months ended with 
February and 31,370 for same period of 1927. 3 

Average number freight cars on line—2,479,940° for February and 
2,512,935 for February, 1927; 2,483,097 for the two months ended with 
February and 2,518,445 for the same period of 1927. 


Per cent unserviceable of total locomotives—16.5 for February 
and 16.8 for February, 1927; 16.2 for the two months ended wi 


February and 16.7 for the same period of 1927. 


Per cent unserviceable total cars on line—5.9 for February and 
5.7 for February, 1927; 5.9 for the two months ended with February 
and 5.6 for the same period of 1927. ‘s 


Car-miles r car-day—29.8 for rolrusey and 30.4 for February, 
1927; 28.7 for the two months ended with bruary and 29.4 for the 
same period of 1927. 

Net tons per loaded car—26:6 for February and 28 for February, 
1927; 26.9 for the two months ended with Februtry and 28.2 for the 
same period of 1927. 
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The Calumet 


In this young giant among industrial districts, the 


Calumet Region on Lake Michigan south and east of. 


Chicago, thousands of acres along the South Shore Line 
await the manufacturer who wants a new site. 


Splendid electric ‘power facilities, accessibility of raw 
materials, nearness to the ever-expanding Chicago markets, 
and the unexcelled freight and passenger transportation of 
the South Shore Line, all are here. It is Industry’s own 
domain. 


As soon as you can, get one of our Traffic men to take 
you down into this second largest: manufacturing region in 
the world. He can point out any number of places you 
will like at first sight. Or write him a letter — today! 


Chicago South Shore & 
South Bend Railroad 





Connections : 


The South Shore Line 
is electrified, connecting 
with the L. E. & W. 
district of the N. Y.C. 


- & St. LL Railroad at 
. Michigan City, Ind.— 


Wabash Railroad % 
Gary, Ind.— E. J. & E. 

Railroad at Goff Jct. 
(Gary) — Indiana Har- 
bor Belt at East Chica- 
go, Ind.— B. & O. C. T. 
Railroad at Hammond, 


Ind.— Belt Railroad of . 


Chicago at Hegewisch, 
Ill.— Illinois Central 
Railroad and Pullman 


. Railroad at Kensington 
s Station, Chicago. 


Traffic Department : 


CHICAGO— 


79 West Monroe St. 
Phone Central 8280 


Wm. Petersen, 
c Manager 


Traffi 
Cc. L. Binger, A. G. F. A 
W. R. Jones, 
Commercial Agent 
R. E. Frantz, 
a Agent 
J. F. Kilnowi 
Traffic ‘Representative 
L. W. A nae nag 
Traffic Representative 
F. M. Newman, 
Traffic Representative 


SOUTH BEND, IND.— 
Mich. and La Salle Sts. 
Phone 2-5764 

W. Oberfell, G. F. A. 
Fravk Parma a 
raffic Representative 
Rovant — 
Gen. Agent, Minneapolis 
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DRY GOODS TRAFFIC MEN MEET 


(By a Staff Correspondent at Detroit, Mich.) 


Duties that would seem to ordinary industrial traffic men 
to be far outside the scope of their work, but which, never- 
theless, are important elements in the work of the department 
store traffic manager, were subjects of much of the discussion 
at the three days’ meeting of the Traffic, Receiving, and Mark- 
ing Group of the National Retail Dry Goods Association, held at 
Detroit the first three days of this week. This does, not, how- 
ever, mean that those present did not have time to consider 
other and more orthodox traffic matters... As a matter of fact, 
much of the two Monday sessions was given over to the con- 
sideration of packing, with especial emphasis on pre-packing, 
or unit packing, and the particular types of containers best 
adapted for department store merchandise. Claims and routing 
were also discussed at length, and there were reports from 
three local groups as to work done in the course of the year 
by cooperative effort in bringing about freight service changes, 
rate adjustments, etc. 

The meeting was coincident with the meetings of two other 





L. F. MONGEON 


groups of the association, the Store Managers’ Division and the 
Personnel Group. The opening session was joint as among these 
groups. J. H. Paswaters, chairman of the Store Managers’ Di- 
vision, presided and told of the exhaustive study of every phase 
of merchandising now being conducted by the Wharton School 
of the University of Pennsylvania, under the direction of the 
Dry Goods Association. Ray Morton Hardy, president of the 
Better Business Institute, an organization that gives short 
courses in merchandising to groups, pointed out that the best 
appeal for retail business lay, not in the reduction of prices, but 
in the increased efficiency of service, in which the traffic de- 
partments played a large part. 


J. H. MacLeod, vice-president of the Hinde & Dauch Com- 
pany, Sandusky, O., outlined the advantages that, he said, would 
result from a more intensive use of the fiber container. Me 
placed these advantages in two distinct classifications—those 
that would result from actual savings in receiving goods and 
those that would result from the use of fiber containers in 
widening the unit packing or pre-packing field. Under the first 
heading he enumerated reduced freight rates on account of 
lighter containers, lower cost of containers, reductions in dam- 
age and pilferage, and ease of the disposal of such material as 
could not be salvaged. Unit packing, he added, was coming 
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much in favor for certain lines of merchandise. 
was enlarged on at subsequent sessions. 


Lee G. Macomber, director of traffic and transportation for 


This subject 


the Detroit Board of Commerce, had as his subject: “An Effi- 
cient Traffic Department as a Profit Maker.” He spoke more 
especially to the store managers, evidently in an effort to sell 
the traffic department idea in a field where, he said, it had not 
yet fully developed. He pointed out that the stock argument 
that close supervision of traffic was not needed by some stores, 
because most of their merchandise was received on a delivered 
basis, was fallacious, because the rate paid was not the only 
interest a shipper or receiver had in his traffic. He mentioned 
three other factors—expedition in incoming and outgoing ship- 
ments, economy in ways other than in rates, and satisfaction 
to the ultimate consumer. He said that, if there had ever been 
any doubt as to the usefulness of a traffic manager in a depart- 
ment store, that doubt had been removed in the freight-congested 
days of 1922, when stores without experienced traffic men were 
helpless in the matter of tracing and found their highly sea- 
sonable merchandise arriving five and six weeks after shipment. 


He compared the traffic man to the other buyers in the store. 
Said he: 


No commodity that you have on your counters requires so much 
skill in purchasing as the commodity of transportation. To permit 
your goods to travel under the supervision of any but a highly trained 
traffic man is as ridiculous as it would be to send a little flapper from 
behind the counter abroad to buy your Persian rugs. 


He added that the store should not only have a good trafiic 
man, but should surround him with capable assistants—a com- 
petent routing clerk, for instance, and men who understood that 
the manner of packing had much to do with the prevalence or 
absence of concealed loss and damage claims. 


Much of the afternoon session, May 7, was taken up by 
an elaboration of the unit packing idea broached by Mr. Mac- 
Leod in the morning. The discussion on this subject was led 
by M. Forman, R. H. Macy & Co., New York, chairman of 
the group; Arthur D. Bibbs, traffic manager, the Halle Brothers 
Company, Cleveland; E. D. Hussey, traffic manager, Jordan 
Marsh Company, Boston; and L. T. Thomson, assistant store 
manager, A. I. Namm & Son, Brooklyn, N. Y. A. C. Albee, 
special representative of the Hinde & Dauch company, demon- 
strated the uses of vafious types of containers by means of 
samples. All of these men, and others from the floor, saw dis- 
tinct advantages in the unit packing, idea. The system, as they 
explained, is to order goods from the producer packed in indi- 
vidual cartons or containers, to sell this merchandise by means 
of samples, and to deliver the items in their original packages 
to the customers. It was pointed out, however, that corrugated 
containers were not necessarily the best for all kinds of pack- 
ing and that unit packing of dishes, glassware, and such articles 
as medicine chests was inadvisable because they could not 
safely be sent to customers without inspecting each item in 
the store. This opening and inspection defeated, to a large ex- 
tent, the economies that would otherwise accrue through the 
practice, it was said. 


Warren F. Kimball, director of insurance for the dry goods 
association, explained to the meeting the purpose of the asso- 
ciation’s transit insurance policy. Under this policy, by the 
payment of a flat rate on the gross business of the store, the 
goods are insured from the time they leave the vendor’s hands, 
whenever they are in transit, until they reach the hands of 
the customer. This not only protects the store from _ loss 
through happenings in its own delivery system, but makes it 
possible for it to take advantage of minimum express valuations 
and released freight rates whenever they are available. 


T. C. Smith, chairman of the freight claim division of the 
American Railway Association, spoke to the meeting on claims 
and the efforts the carriers have been making not only to reduce 
claims but to settle them promptly. He said that at the pres- 
ent time an overwhelming majority of claims were being settled 
within ninety days. He spoke more generally on the subject 
of adequate railroad revenue and excessive railroad taxation. 

The group adopted an amendment to its constitution chang- 
ing the date of its annual meeting and election of officers from 
September to May. The September mieeting will, however, be 
retained. The amendment carried with it a provision keeping 
in office the present officers until the May meeting. They are: 
Chairman, M. Forman, R. H. Macy & Co., New York; treasurer, 
William Pohlman, Ed. Schuster & Co., Inc., Milwaukee, Wis.; 
secretary, L. T. Thomson, A. I. Namm & Son, Brooklyn, N. Y.; 
Middle Atlantic vice-chairman, I. F. Henry, Strawbridge & 
Clothier, Philadelphia; Middle-West vice-chairman, L. P. Noyes, 
the May Company, Cleveland; New England vice-chairman, Ernest 
Johnston, R. H. White Company, Boston; South vice-chairman, 
F. A. Danahy, Burdine’s, Inc., Miami, Fla.; West vice-chairman, 
William Leyva, Hale Brothers’ Stores, Inc., San Francisco. 
Mr. Forman, Mr. Henry, Mr. Thomson and the past chairman, 
E. D. Hussey, Jordan Marsh Company, Boston, constitute the 
executive committee. 

Lew Hahn, managing director of the association, appeared 
briefly at the morning meeting, May 8. He called modern re 
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“A Good Story 


about the ERIE” 


“THEY LOOKED EVERYWHERE ELSE BUT FOUND 
WHAT THEY WANTED ON THE ERIE” 


When the General Electric Company suddenly had 
need for 50-foot flat cars, other railroads had them, but 
they were “away out west.” 

The Erie was the only road that had them where they 
would do the shipper any good. 


Further equipping itself to supply the kind of trans- 
portation its shippers require, The Erie during 1928, will 
add 35 more fast heavy freight locomotives—the same as 
. the record-breakers of 1927—and also 1,000 new box 
cars in 40 and 50 foot lengths with twelve foot staggered 
doors and end doors. 


The unusual thing elsewhere is the usual thing on 
The Erie. 
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Sixth Annual Meeting Associated Traffic Clubs of America, San Francisco, June 12th and 13th 
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tailing the greatest industrial enterprise the world had ever 
seen and distribution the thing that made it possible. 

The meeting heard a paper on “The Value of Standardized 
Marking,” by Mr. Henry, and a study of motion analysis in 
marking, by Miss B. Eugenia Lies and William J. Pilat, of 
R..H. Macy & Co. The study was presented, with incidental 
motion pictures, by Mr. Pilat, who is the planning engineer for 
the Macy store. 

An outline of the organization of the traffic department of 
the W. T. Grant Company, of New York, with branch stores in 
many of the ‘cities throughout the United States, was presented 
by the company’s traffic manager, E. F. Cosgriff. He distrib- 
uted copies of routing instructions, printed in tariff form, which 
are distributed among firms from which his company buys. 
He said such firms were held rigidly to these instructions, and 
when a violation of them resulted in a higher freight or express 
charge than would otherwise have been the case, the difference 
was charged to the consignor. His listeners seemed also inter- 
ested in his outline of claim procedure which, he said, included 
an attempt, partly successful, to collect from the carriers a 
small percentage of the claim total to cover the cost of filing 
the claim. He also distributed copies of a bulletin called 
“Delivering the Goods,’ which is distributed periodically, not 
only in the traffic departments of his company, but to all ex- 
ecutive and semi-executive employes. This, he said, did much 
to keep the entire organization awake in regard to traffic mat- 
ters. 

The afternoon session resolved itself into a joint debate be- 
tween Miss M. A. Eyers, traffic manager, L. Bamberger & Co., 
Newark, N. J., and Arthur D. Bibbs, traffic manager, the Halle 
Brothers Company, Cleveland, over the relative value of sta- 
tionary and portable tables in department store receiving .and 
marking rooms. Miss Eyers displayed a chart of the layout of 
the new rooms in the Bamberger store now under construction 
at Newark, while Mr. Bibbs showed a similar chart of his own 
receiving and marking organization. 

In the course of the discussion a question on some technical 
phase of traffic was put to Mr. Bibbs. The latter explained that, 
although he had the title of traffic manager, he knew “as little 
about traffic as about watchmaking. In fact, I think I know 
two rates.” He then explained that he had a subordinate who 
took care of “tracing, express service and the filing of claims.” 
The Halle stores do -between twenty and twenty-two million 
dollars’ retail business a year, he said. 

Following this discussion, the following representatives of 
local traffic groups reported: W. A. Baker, Meier & Frank, 
Portland, Ore., for the western traffic conference, whose report 
was read, in his absence; Ed. D. Hussey, for the Boston traffic 
unit; and R. Schultz, assistant traffic manager, Macy’s, for the 
Metropolitan traffic conference. They told about the cooper- 
ative traffic work done by their respective groups in the last 
year. 3 

A unique testimonal was tendered to L. F. Mungeon, traffic 
manager for the traffic group of the association, when a motion 
to establish a rate and classification committee was passed, with 
an amendment recommending that the chairman permit Mr. 
Mungeon to name the committee. Mr. Mungeon has been in 
his present position only since the first of December, last year, 
having come there from Lord & Taylor, of New York, after 
he had had experience as traffic manager of the Eleto Company, 
a service organization handling the traffic work of a number 
of independent firms and chain stores. Mr. Mungeon began 
as shipping clerk for the Goodyear Rubber Insulating Company 
and has never had railroad experience. He studied traffic at 
Columbia University and New York University. He has served 
as chairman of the metropolitan conference and on various of 
its traffic committees. 

The final session of the meeting, the morning of May 9, 
included discussions of routing systems, as well as the operation 
of stock rooms, the control of invoices, and the remarking of 
merchandise. R. G. Brown, J. L. Hudson Company, Detroit, 
read a paper on the last mentioned subject. S. Newman, Stix, 
Baer & Fuller, St. Louis, led the discussion on invoices and the 
following outlined the methods followed in their stores to insure 
proper routing on inbound shipments: Ernest Johnson, R. H. 
White Company, Boston; R. Schultz, Macy’s, New York, and 
John Williams, Eleto Company, New York. 

Those attending the meeting inspected the Hudson storés 
Wednesday afternoon, as the guests of Mr. Brown. 


DOINGS OF THE TRAFFIC CLUBS 


Discussion of plans for the annual meeting of the Associ- 
ated Traffic Clubs of America at San Francisco June 12 and 13 
was a feature of the meeting of the Pacific Traffic Association 
at the Palace Hotel May 1. W. L. Garver, traffic manager, 
California and Hawaiian Sugar Refining Corporation, vice-chair- 
man of the committee in charge of arrangements for the con- 
vention, reported that plans were progressing satisfactorily. In 
connection with the program of entertainment he said it was 
the plan of the committee to charter airplanes to take the vis- 
itors over the industrial sites of the San Francisco bay region. 
A. M. Lester, vice-president of the California Packing Corpora- 
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tion, spoke on “Marketing of Canned Goods and Dried Fruit.” 
Albert J. Porter, editor of the Shipping Register, made a few 
remarks with reference to the coming convention. His address 
on the subject, “Clipper to Motorship,” was postponed because 
of the length of the program. 





The Women’s Traffic Club of San Francisco and the Pacific 
Traffic Association gave a dance and card party at the Whit- 
comb Hotel May 8. Funds derived will be used by the enter. 
tainment committee for the convention of the Associated Traf.- 
fic Clubs of America. 





The Traffic Club of Kansas City held a meeting at the 
Kansas City Athletic Club May 7. David Proctor spoke on 
“Bonds.” A “Round Table” dinner-meeting will be held at the 
City Club May 15. 





The Oklahoma City Traffic Club held a meeting at the 
Skirvin Hotel May.7. Special entertainment was furnished by 
H. B. Karrup. 





The York Traffic Club held a meeting at the Manufacturers’ 
Association assembly room May 10. It was designated ‘“Edu- 
cational Committee Night.” Ralph T. Lichenstein, representa. 
tive, Consolidated Steel Strapping Company, Philadelphia, spoke 
on “Steel Strapping, its Application and Use.” 





The Traffic Club of St. Louis held a meeting designated 
“Bag Day” at the Chamber of Commerce, May 7, sponsored by 
the Bemis Brothers Bag Company. Alvin C. Carpenter, vice- 
president, Bemis Brothers Bag Company, spoke on “Bags as 
Shipping Containers.” A meeting will be held at the Chamber 
of Commerce May 14. B. G. Shackelford, director of school 
and community relations of the Board of Education, will speak 
on “Some Fundamentals in Efficiency.” 





The Traffic Club of New Orleans held a “Southern Railway 
System Day” April 30. There was an attendance of 291. W. H. 
Gatchell, assistant to the vice-president in charge of loss and 
damage prevention, Southern Railway, spoke on “Transit Waste.” 
Joseph Lallande, president of the club, presided. The following 
officials and representatives of the Southern Railway were 
present: E. R. Oliver, vice-president in charge of traffic, Wash- 
ington, D. C.; W. H. Tayloe, passenger traffic manager, Wash- 
ington, D. C.; W. H. Gatchell, assistant to vice-president in 
charge of loss and damage. prevention, Washington, D. C.; 
George H. Kerr, freight traffic manager, Cincinnati, O.; A. W. 
Gill, general freight agent, Cincinnati, O.; H. G. McLean, as- 
sistant foreign freight traffic manager, Louisville, Ky.; W. T. 
Turner, assistant freight traffic manager, Birmingham, Ala.; 
C. A. Russell, assistant freight traffic manager, Memphis, Tenn.; 
K. B. Hanningan, assistant freight traffic manager, St. Louis, 
Mo.; G. W. Frank, general traffic agent, Chattanooga, Tenn; 
J. C. Austin, general superintendent, Chattanooga, Tenn.; B. F. 
Langford, superintendent, Hattiesburg, Miss.; W. R. Graham, 
commercial agent, Hattiesburg, Miss.; A. L. Jones, commercial 
agent, Laurel, Miss.; C. R. Gates, roadmaster, Meridian, Miss.; 
J. S. Breyer, master mechanic, Meridian, Miss.; A. M. Tipton, 
trainmaster, Hattiesburg, Miss.; R. W. Williams, executive gen- 
eral agent, Chattanooga, Tenn.; J. P. Tocher, general western 
freight agent, Chicago, Ill.; George H. Wilcox, assistant freight 
traffic manager, Atlanta, Ga.; Milton Martin, commercial agent, 
Houston, Texas; Marc Sanderson, commercial agent, Shreve- 
port, ey and C. C. Woodworth, district freight agent, Cincin- 
nati, O. 





The Traffic Club of Memphis held a meeting at the Hotel 
Gayoso, May 7, designated “Nashville, Chattanooga & St. Louis 
Railway Day.” Charles Barham, vice-president and traffic mant- 
ager of that road, was the principal speaker. Entertainment in- 
cluded vocal selections by W. Ovid Collins, accounting depart- 
ment, N. C. & St. L., Nashville, accompanied by Charles Finch, 
of the N. C. & St. L. The fourth annual golf tournament will 
be held May 28. 





The Traffic Club of New England will hold “Athletic Night” 
at the Copley-Plaza May 15. Dinner will be served and there 
will be a program of music. There will be seven bouts of 
boxing by leading amateurs of New England, 135 pound class, 
furnished by Albert Geiger, chairman of the athletic committee, 
Boston Athletic Association. There will also be a wrestling 
match between “Al” Johnson, of the N. Y., N. H. & H., and 
Harold Smith, of the Boston and Albany. 





The Traffic Club of Detroit will hold its annual May din 
ner-dance at Eastwood Inn May 22. 





The Traffic Club of New York will hold a golf outing at 
the Baltusrol Golf Club, Short Hills, N. J., May 15. Prizes will be 
offered in both class A and class B for first and second low net 
scores in the morning, and the same in the afternoon. There 
will be a “blind bogey” prize for both morning and afternoom 
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and the inscription on the Hilleary cup will be awarded as a 
result of the score first time around. 





The Traffic Club of Minneapolis held a “Great Northern 
Passenger Department Day” meeting at the Nicollet Hotel May 
10. A travelogue on Glacier National Park and Waterton Lake 
National Park, with motion pictures in colors, was presented 
by Larry D. Kitchell. Music was provided by the Great North- 
ern Orchestra and the Great Northern Girls’ Quartette. The 
next meeting will be held at the Hotel Radisson May 16 and 
will be in charge of the Twin City Women’s Traffic Club. 





The Traffic Study Club of the Traffic Club of Atlanta held 
a meeting at the Chamber of Commerce May 9. F. B. Porter, 
traffic manager, Southern Agricultural Chemical Corporation, 
spoke on “The Handling of Privately Owned Cars.” A film, 
“Railroading in Germany,” was shown, through the courtesy of 
Dr. Rolf Jaeger, German consul at Atlanta. 





The El Paso Traffic Club has elected E. R. Tanner, traffic 
manager, El Paso Freight Bureau, and J. J. Finney, C. T. B., 
Southern Pacific, delegates to the annual meeting of the Asso- 
ciated Traffic Clubs of America at San Francisco. F. H. Evers, 
traffic manager, Mine and Smelter Supply Company, and J. R. 
Dalby, district passenger agent, T. & P., have been elected al- 
ternates. 





The Portland Industrial Traffic Club held its monthly meet- 
ing at the Multnomah Hotel May 7. W. C. McCullough, traffic 
attorney, discussed intercoastal rates, proportional rates and 
contracts, and led @ general discussion on those subjects. 





At a meeting of the Traffic and Transportation Association 
of Pittsburgh, May 4, the nominating committee presented its 
nominations, two for each office, to be voted on June 1. The 
two presidential nominees are Thomas Byers, D. & H., and 
H. E. Hamilton, Southern Railway. 





The Traffic Club of Chicago will hold a “Bridge and May 
Party” in its quarters, May 17, for members’ wives and their 
guests. Bridge will be played from 3:00 to 6:00 p. m., dinner 
will be served at 6:30, and at 8:30 there will be dancing. 





The Traffic Club of Wichita held a meeting at the Wichita 
Club May 10. The entertainment committee was in charge. 
C. J. Greene, general auditor, K. C. M. & O., was the speaker. 
There was a program of music. Group singing was led by 
Hod Ensign, with Vic Thompson at the piano. 





The Traffic Club of Newark held a meeting at the Chamber 
of Commerce Building May 7. Edward Dahill, of the freight 
container bureau, American Railway Association, was the 
speaker. The film, “The Fair of the Iron Horse,” was presented 
by the B. & O. 





The Transportation Club of St. Paul held a meeting at the 
Saint Paul Hotel May 8. H. C. Hotaling, secretary, Ten Thou- 
sand Lakes Association, was guest and speaker. 





The Los Angeles Transportation Club held a meeting at 
the Alexandria Hotel May 7, sponsored by the following rail- 
roads: Canadian National; Canadian Pacific; C. B. & Q.; C. 
M. St. P. & P.; C. & N. W.; Frisco; Great Northern; K. O. & 
G., and M. & St. L. F. M. Leake, commercial agent, American 
Railway Express Company, was chairman of the day. James 
Dilley, Glendale Union High School, spoke on “Significance of 
the American Constitution.” Edward F. Flynn, assistant to 
vice-president and general counsel, Great Northern, spoke on 
“Railroads and Battlefields of Europe.” There was a program 
of entertainment by professional artists. A joint annual din- 
ner-dance will be held with the Women’s Traffic Club of: Los 
Angeles and the Harbor Transportation Association at the 
Breakers Hotel, Long Beach, May 12. An “Open Forum” meet- 
ing and luncheon was held at the Hotel Alexandria May 7. 
George F. Squires, general manager, Harbor Belt Railroad, was 
the speaker. 





The Ft. Wayne Transportation Club will be represented 
at the annual meeting of the Associated Traffic Clubs of Amer- 
ica at San Francisco by William Baar, district freight agent, 
Pennsylvania, and C. B. Craig, commercial agent, Nickel Plate. 





The Greater Binghamton Traffic Club will hold its monthly 
meeting, which will be a dinner meeting, May 16, at the Y. M. 
C. A. In addition to the regular business, the Baltimore and 
Ohio film “The Trail of the Iron Horse” will be shown. 





The St. Louis-San Francisco railway company enjoys the 
distinction of having two of its officers as presidents of traffic 
clubs in two of the most important cities on its rails. George 
F. Macgregor, executive general agent at Kansas City, Mo., 
was recently elected president of the Kansas City Traffic Club. 
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His election was followed by that of J. N. Cornatzar, passenger 
traffic manager at St. Louis, to the presidency of the St. Louis 
Traffic Club. 





The Traffic Club of Kansas City will hold a “Local Agents’ 
Night” at the City Club May 15, sponsored by the Local Freight 
Agents’ Association of Kansas City. The Junior Traffic Club 
of Kansas City has been invited. Following dinner and a pro. 
gram of music and entertainment, C. W. Nunn, local agent, 
Kansas City Southern, will speak on “Railroading from a Sta- 
tion Agent’s Viewpoint.” Educational pictures showing activi- 
ties of the Western Weighing and Inspection Bureau, will be 
shown, through the courtesy of the bureau. A “Spring Golf 
Tournament” will be held at the Meadow Lake County Club 
May 25. Numerous prizes, consisting of golf balls, will be given. 


¢ 





Personal Notes 
1 neem tone toners enettecinae eene ine cme cee 


M. R. Fewell has been appointed general passenger and 
freight agent, Texas Electric, at Dallas. C. E. Lennon has been 
appointed traveling passenger and freight agent at Dallas. 

Herbert E. Farnsworth, formerly with the D. & H., died at 
Ayer, Mass., May 1. 

Richard A. O’Connor, contracting freight agent, C. & 0. 
at Kansas City, died May 8. 

_P. H. Moynihan has been appointed chairman of the Illinois 
Commerce Commission, succeeding David H. Jackson, who re- 
signed April 25. Mr. Moynihan has been a member of the 
commission since 1921. Robert Warden, a former newspaper 
man, has been appointed secretary of the commission. 

T. H. B. McKnight, treasurer of the various companies in 
the Pennsylvania System west of Pittsburgh, has been elected 
viee-president of the Pittsburgh, Cincinnati, Chicago and St. 
Louis, and also of the Pennsylvania company. 

C. J. Rixey, commerce counsel for the Southern Railway 
since 1920, died at Washington May 8. He began practicing 
before the Commission soon after the passage of the so-called 
Hepburn act in 1906, in association with R. Walton Moore. In 
the war period he was on the legal staff of the Railroad Ad- 
ministration. When the Southern Railway organized its own 
staff for appearances before the Commission, instead of being 
one of the associated railroads, Mr. Rixey was placed on it in 
continuation of the work he had been doing while associated 
with Mr. Moore. 

The following appointments have been made in the traffic 
department of the Bethlehem Steel Company: P. A. Trageser, 
assistant to traffic manager (transportation and general); K. A. 
Kemmerer, assistant to traffic manager (terminal railroads); 
W. H. Gantt, assistant to traffic manager (rates and routes); 
H. A. Ardinger, chief rate clerk. 

The following appointments have been made in the traffic 
department of the Western Pacific, Sacramento Northern and 
Tidewater Southern: G. I» Martin, general agent, at Reno, 
succeeding T. W. Edgar, transferred; George L. McNay, get- 


‘eral agent at Cleveland; L. F. Gartner, general agent at Cin- 


cinnati; Fred McMullin, general agent at St. Louis; T. J. Clark, 
commercial agent at Milwaukee; F. H. Hocken, assistant gen- 
eral freight and passenger agent at Salt Lake City. The posi- 
tion of general agent at Salt Lake City has been abolished. 

P. F. Schowengerdt has been appointed director of agricul- 
tural development, Wabash, at St. Louis. 

J. E. Springer has been appointed division freight agent, 
St. Louis-San Francisco, at Birmingham, Ala., succeeding D. F. 
McDonough, promoted. 


PENNSYLVANIA CHANGES 


The board of directors of the Pennsylvania Railroad Com- 
pany, at its meeting May 9 in Philadelphia, authorized the 
organization of two general divisions in the western region of 
the system, each’to be under the charge of a general superin- 
tendent, according to announcement of T. B. Hamilton, vice- 
president of the western region in Chicago. The changes Will 
become effective May 16. 

The western region embraces generally the company’s lines 
west of Columbus, O., and at present includes nine divisions, 
each headed by a superintendent. The grouping of these divi 
sions into two general divisions follows: 

The northwestern general division with headquarters at Chicas? 
will embrace the Chicago terminal division, Ft. Wayne division, L0- 
gansport division, Toledo division and Grand Rapids division. 

The southwestern general division, with headquarters at In- 
dianapolis, will include the Columbus division, Cincinnati division, 
St. Louis division and Indianapolis division. 

W. C. Higginbottom, now general superintendent of trans- 
portation of the western region, with offices at Chicago, will 
become general superintendent of the northwestern division. 

C. E. Whitlock, superintendent of the Pittsburgh division 
of the central region, will become general superintendent of the 
southwestern division. 

E. W. Perrott, now assistant general superintendent of trans 
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portation-freight, western region, will be superintendent of 
freight transportation, western region. 

J. M. Symes, now chief clerk to the general manager of the 
western region, will be superintendent of passenger transporta- 
tion, western region. 

H. H. Haupt, master mechanic at Wilmington, Del., eastern 
region, will be superintendent of motive power, northwestern 
division. . 

W. S. Johns, Jr., engineer of maintenance of way, western 
region, will be engineer of maintenance of way, northwetsern 
division. 

J. A. Appleton, superintendent of the Columbus division, will 
be superintendent of the Pittsburgh division, central region, 
succeeding Mr. Whitlock. 

J. C. Rill, superintendent of the Logansport division, will 
be superintendent of the Columbus division. 

R. H. Pinkham, superintendent of the Fort Wayne division, 
will be engineer, maintenance of way, southwestern division. 

J. G. Sheaffer, superintendent of the Delaware division, 
eastern region, will be superintendent of the Fort Wayne divi- 
sion. 

R. P. Graham, division engineer of the middle division, east- 
ern region, will be superintendent of the Delaware division, east- 
ern region. 

H. A. Hobson, assistant superintendent of the New York 
division, eastern region, will be superintendent of the Logans- 
port division. 

G. B. Fravel, assistant general superintendent of motive 
power, western region, will be superintendent of motive power, 
southwestern division. 


SOUTHWEST ADVISORY BOARD 


The Southwest Shippers’ Advisory Board will hold its fifth 
annual and eighteenth regular meeting at Enid, Okla., June 7. 
Those engaged in the production, shipping and exporting of 
wheat will be present to give the latest information concerning 
the various factors of interest with respect to yield and move- 
ment and the railroad representatives will be on hand to tell 
what preparations each line will make for the transportation of 
the crop. 

Committees representing other commodities will also give 
their usual reports of business conditions and estimates of 
prospective traffic for the third quarter of the year. No special 
addresses are scheduled, as the business to be transacted will 
probably consume the entire time of the meeting. A number of 
short talks, however, will be made by various shipper and rail- 
road representatives on matters directly related to current and 
prospective business conditions in the territory. 


POTATO SHIPMENTS 


Carload shipments of white potatoes in the United States 
in 1927 amounted to 251,211 cars, which was approximately 7,200 
cars above the annual average for the five-year period ending 
with the year 1927, according to a study of the white potato 
industry and the relationship of prices to transportation costs, 
just completed by the Bureau of Railway Economics. 

Of the 48 states, Maine shipped more white potatoes in 1927 
than any other, shipments from that state amounting to 41,751 
cars, or about 17 per cent,’ of the United States total. The 
other principal potato producing states in the order of their im- 
portance and the number of carloads shipped in 1927 follow: 
Minnesota, 31,394; Virginia, 23,650; Idaho, 16,934; Wisconsin, 
16,685; Colorado, 15,313; New York, 12,535; and Michigan, 
10,525. Continuing, the bureau said: 


Potatoes were shipped from all other states in the union during 
the past year with the exception of Connecticut, from which no car- 
load rail shipment was made. 

hipments of white potatoes by rail constitute 25 per cent of the 
shipments of all fresh fruits and vegetables. Distribution of the Be- 
tato crop is widespread, several of the producing states making ship- 
ments to as many as 25 other states. Many of the larger markets 
receive potatoes from 20 or more states. Detroit, for instance, re- 
ceives its potatoé supply from 27 states, Milwaukee 27, Cleveland 32, 
and Chicago 36. 

New York in 1927 received more potatoes than any other city, 
rail shipments received’ there amounting to 21,822 cars. Chicago was 
second with 15,360 cars; Philadelphia was third with 7,736 cars; Bos- 
ton, fourth, 7,533, and Los Angeles, fifth, 5,227 cars. 

Wide fluctuations, according to the study, occurred from week to 
week during the year with respect to rg paid to the farmer and 
the prices charged in the wholesale and retail markets. These ranges 
and fluctuations in the potato prices, whether at the farm or in the 
wholesale and retail markets, were usually several times the freight 
rate from point of production to the market. The cost of trans- 
portation, as reflected in the freight rate, is a secondary factor in 
=e LO ama of distribution that control the price of potatoes in 

e market. 


THE PULLMAN SURCHARGE 
Senator Locher, of Ohio, obtained unanimous consent to 
publish in the Congressional Record an editorial from the Cin- 
cinnati Enquirer, urging repeal of the surcharge on Pullman 
travel. The editorial was similar to that from the New York 
‘World submitted previously by Senator Robinson, of Arkansas. 
(See Traffic World, May 5, p. 1083.) 
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CHAMBER OF COMMERCE MEETING 
The Trafic World Washington Bureay 


“Cooperation in meeting new conditions in transportation” 
was the topic of the group meeting of the transportation and 
communication department of the Chamber of Commerce of 
the United States held May 8 in connection with the annual 
convention of the chamber, May 8 to I1. 

Speaking on the subject, “The Public, the Congress, and 
the Interstate Commerce Commission,” Samuel O. Dunn, editor 
of the Railway Age, said that past experience plainly indicated 
that within a few years railway service “will cease to be ade. 
quate and satisfactory unless prevailing tendencies in our 
regulation of railways are changed.” 

“T make this statement,” said he, “with full regard for the 
facts that at present the stocks of many railways are selling 
for the highest prices in history and that the railways now 
have a capacity in excess of the demands upon them.” He con- 
tinued as follows: 


We should not allow ourselves to be misled by superficial appear- 
ances and temporary conditions. The advance in the prices of rail- 
way securities which has occurred within very recent years has been 
mainly due to general financial conditions and speculation, and not 
to earnings, and has followed a period of twenty years during 
which these prices always were lower, and usually much lower, than 
they were as far back as 1906. During the last fifteen years the aver- 
age investment represented by each share of railway stock in the 
hands of the public has increased 40 per cent while the average price 
of the stocks of representative railways has increased only 17 per 
cent. Meantime, the increase in the average price of the stock of 
representative industrial corporations has been 125 per cent. 

No one knows how long the causes which have produced the 
present ‘bull’ market will continue to operate effectively enough to 
maintain the present prices of railway securities. Our only safe 
course is to assume that in future, as in the past, the net return 
earned by the railroads will determine the capital they can raise and 
the service they can render. 


Discussing railway regulation within recent years, Mr. Dunn 
criticized the Commission because it had not so adjusted rates 
as to enable the railways to earn the 5% per cent annually on 
its own tentative valuation of their properties which it had 
held would be fair. Said he: 


It is our declared policy of regulation, as announced’ by the 
American poate through Congress, that, while the net returns of the 
railways shall be restricted as those of other industries are not, they 
shall, at the same time, be given opportunity to earn a fair return, 
and the courts hold it is unconstitutional confiscation to deprive them 
of a fair return; and yet they have been persistently so regulated 
that they have been unable to earn it. The average return earned 
during the last seven years, on the Commission’s own basis of valua- 
tion, has been only 4.6 per cent, and in 1927 was only about 4.75 per 
cent. None of the three large territorial groups of roads has earned 
the so-called “fair return’? as an annual average, and the western 
group has constantly fallen far short of it. 


It may be answered that no real harm has yet been done— 
that the railways have been investing large amounts in the expan- 
sion and improvement of their properties and are rendering adequate 
service. But in what direction are we actually drifting now? The aver- 
age perccuenpe of return earned by the railways as a whole was less 
in 1927 than in any year since 1922, excepting 1924. In December, Janu- 
ary and February the railways had fewer employes than in any 


other month since August, 1922, during the nation-wide shop em-. 


ployes’ strike. Railway properties are now in good condition, but 
owing to the large reduction in their net operating income last year 
the railways recently have been retrenching in expenditures for the 
maintenance of their locomotives, cars, tracks, te nals and other 
properties. When that policy is adopted it signalizes the beginning 
of the deterioration of railway plants and the slowing down of 
railway improvements and expansion. Railway securities were sell- 
ing for almost as high prices in 1910 as they are now, but within 
about five years these prices declined almost one-half and the coun- 
try was confronted with a shortage of railroad service that lasted 
for about five years. ; 


The failure of the Commission to fix rates so as to enable 
the railways to earn on the average a fair return was attributed 
by Mr. Dunn largely to pressure, in a great measure political, 
from the public and Congress. Said he: 


Regardless of the fact that the railways have not been earn- 
ing a fair return, measured by any standard, there has been inces- 
sant pressure for reductions of rates. Sometimes one and some- 
times both branches of Congress have taken a hand in applying this 
pressure. The Commission was created expressly to make expert 
investigations and decisions regarding rates because it was recog- 
nized Congress could not do so, but twice a bill has been passed by 
one house of Congress to abolish the surcharge on sleeping and parlor 
ear tickets authorized by the Commission. Three years ago, almost 
without consideration of its merits, Congress passed the Hoch-Smith 
resolution giving the Commission notice that, in regulating rates, it 
should follow e policy of consideri the “conditions” existing 
at any time in our various industries. s disregarded every prin- 
ciple on which it was previously understood that our policy of regu- 
lation was based. It was an interference by Congress with functions 
for the performance of which the Commission was expressly me” 
ated. It contemplated rate-making in disregard of the standards © 
justice and reasonableness because it’ meant, if it meant anything, 
that the Commission should exercise its rate-making authority to 
equalize the profits in different industries, regardless of whether the 
differences in their profits were due to freight rates or not. 

The Commission gave the Hoch-Smith resolution as a reason, 
among others, for its decision in the famous Lake Cargo coal = 
case. Whatever were the merits of this particular decision the 


- Commission, in making it, acted merely in the performance of the 


function for which it was expressly created. But because Commis 
sioner John J. Esch voted for that decision he was placed on tria 
by the Senate and defeated for reappointment. Thus the Senate, 
contra to the principles upon which our policy of regulation = 
based, effect, acted as a court of appeal and made a decision In 
a case on which it had not heard the evidence and arguments. Hov 
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Fast Freight Service: Mexico 


Through the Ports of Tampico 
and Veracruz and the National 
Railways of Mexico 


From Veracruz to: 

Mexico City - - 23 hours 
Pachuca- - - - 23 hours 
Puebla - - - - 20 hours 


From Ta to: 
: wee ow - «© 47 hours 
Pachuca- - - - 47 hours 



























The National Railways:of Mexico form the larg- 
est rail system in Mexico (8465 miles of track) 

“serving 22 states, or approximately 76% of the 
total territory of the Republic. 







Weekly Services: New York (Ward Line) 


New Orleans (Cuyamel Line — Mexican- For complete information, communicate with 
American Line.) re ; 









F. P. De Hoyos, Gen. Agent G. B. Aleman, Gen. Agent 
a 2 1515 Penn Building 219 . Exch. . 
Through bills of lading issued by !New York City 5. Louis, Mo. 
steamship lines to all destinations F.N. Puente, Gen. Agt. A. Horcasitas,Com. Agt. _F. GC, Lona, Com. Agt. 
t 5 - Monadnock Bldg. - Whitney Bank Bidg. 301 ate a 
on the National Railways of Mexico ) ne liane 9 ee =. 








millions of workers jog along 
daily, getting older and older, 
and sinking deeper and deeper 
into their ruts. It’s the easy 
way but it isn’t the successful 
way. : 


It takes a real man~-one 
who is neither self-satisfied 
nor lazy—to climb out of the 
rut and join the “go getters.” 





CSNSGLOFADVANCED Ty 


CA Single Subject Well Taught! 


offers you the means whereby you can take your place among the leaders, through its 
unique, practical courses in: (1) Traffic Specialization (2) Traffic Law and Practice. 
Both courses available through Chicago resident classes and by mail. 
No theory. No tedious book reading. 
_ Practical tariff and case work only. 
Write today for full particulars. It will be furnished without obligation or expense to you. 
COLLEGE OF ADVANCED TRAFFIC _ Dept. Y, 608-618 So. Dearborn Street, Chicago 
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can we expect able men to accept membership on the Commission 
and discharge their duties in accordance with their best judgment if 
they are to be treated in this way? 

If the public does not wish or intend to have carried out the 
policy of regulation it has announced it should make this fact 
clear in order that railway.managers and investors may ve gov- 
erned accordingly. If the public does wish and intend to have that 
policy carried out it should see that ee interference with the 
Interstate Commerce Commission by Congress ceases and that the 
Commission is left free to so regulate, and does so regulate, rates 
that they will be fair and reasonable as between different territories 
and classes of shippers, and also such as to enable the railways 
as a whole, and by groups, over periods of years, to earn returns 
at least equal to those to which the Commission itself holds they are 
entitled. 

Adequate, dependable and _ speedy railway service such as we 
now have is essential to sound industrial, commercial and financial 
conditions. We cannot long have such service unless the railways 
are both efficiently managed and fairly and efficiently regulated. The 
policy of regulation formally announced in the act to regulate com- 
merce is restrictive enough—perhaps too restrictive. The substitu- 
tion for it in actual practice of a still more restrictive policy, dic- 
tated largely by political considerations, is unfair to railway man- 
agers and investors in railway securities, a menace to our trans- 
portation service and a threat to the economic welfare of the country. 


When Mr. Dunn had concluded, a suggestion was approved 
that copies of his address be mailed by the chamber to each 
member of Congress. 

A. L. Humphrey, president of the Westinghouse Air Brkae 
Company, chairman of the transportation group meeting, in 
reviewing the activities of the transportation and communication 
department of the chamber and its plans for the future, said 
that at the last meeting W. L. Clanse raised the question 
whether the time had not come to begin to think of the govern- 
ment getting out of the business of operating the barge lines 
on the Mississippi and Warrior rivers. 

“Since then a proposal that $50,000,000 be put into the barge 
line seems to have fallen of its own weight, but a bill is now 
before Congress to increase the capitalization of the Inland 
Waterways Corporation by $10,000,000,” said Mr. Humphrey. 


“This raises a serious question as to whether such an 
amount is needed to complete the demonstration or whether 
the granting of it would be a step toward permanent govern- 
ment operation. Our department is studying this question with 
a view to furthering a sound solution of the problems involved.” 

With reference to the railroads, Mr. Humphrey said that, 
with pressure coming from different quarters for rate adjust- 
ments that might or might not be economically sound, with the 
Commission overwhelmed with detail and belabored on all sides, 
regulation was facing perhaps the most severe test in its his- 
tory. He said proposals for modification of existing laws regu- 
lating the carriers were being studied and were, in the opinion 
of the department, desirable subjects for study by a special 
committee in the coming months. He referred to the chamber’s 
position with respect to the merchant marine being put under 
private ownership and operation. He said the legislation pro- 
posed by the House, while providing a number of aids to pri- 
vate shipping, was not fully adequate in that respect. 


Resolutions relating to the merchant marine were consid- 
ered. Under the procedure of the chamber, resolutions go to 
the resolutions committee and ‘then, if approved by that com- 
mittee, are voted on in the chamber’s general meeting. A res- 
olution providing that the chamber reiterate its opposition to 
government ownership and operation of the merchant marine, 
that it favor mail and cargo contracts to aid private lines, that 
essential services be continued and sold under liberal terms, 
that no new ships should be built for government account, and 
that proposed legislation should make definite provision for the 
placing of essential services in private hands, was finally ap- 
proved after considerable discussion. Malcolm Stewart, of the 
Cincinnati Chamber of Commerce, said that in view of the fact 
that the House had passed the Jones-White bill and that the 
Senate would approve the bill shortly and that the President 
would sign it, action on the marine resolution should be dropped, 
and that the Jones-White bill should be approved. He offered 
a separate resolution calling for approval of the bill. The vote 
was eleven for the resolution and twenty-one against it. 

A resolution favoring legislation embodying the Hague 
Rules in suitable form applicable to American conditions was 
adopted. Mr. Stewart said his people were not unanimously in 
favor of adoption of the Hague Rules as they were and opposed 
approval of them, but indicated agreement with the resolution 
when it was explained that it provided for modification of the 
Hague Rules, if necessary to meet American conditions. Other 
résolutions were considered. Th action taken by the group meet- 
ing, however, was not to be taken, it was explained, as repre- 
senting the action of the chamber. 


W. A. Draper, president of the Cincinnati Street Railways 
Company, spoke on city transportation problems. 

Alvin B. Barber, manager of the transportation department 
of the chamber, acted as secretary of the group meeting. 


Address by Sargent 


Fred W. Sargent, president of the Chicago and North West- 
ern, speaking on “What Teamwork Means to Transportation 
and Communication,” before the general session of the chamber 
May 11, urged teamwork to the end that the powers involved 
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in the regulation of the railroads “be exercised with caution 
and wisdom.” 

“Teamwork as between the sellers of transportation and 
communication service and the users and purchasers thereof 
could be made of inestimable value to all,” said Mr. Sargent, 
He continued: 


In the beginning of railroad development such teamwork did 
exist and the railroads were welcomed by the people as their greatest 
friends and benefactors. This era of teamwork was followed by an 
era of railroad baiting. There were some honest reformers, but along 
with them the demagogue prospered. A system of regulation was 
inaugurated which almost ended in strangulation. The honestly 
financed and managed railroad has been a common sufferer. Trans- 
portation progress has been retarded fully a quarter of a century, 
Only in very recent times have we begun to emerge, sOmewhat 
emaciated, and subjected by a process of legislative chastisement. 
But the storm, we hope, has abated. It will do no good now to 
revive its memories. Suffice it to say that any city, any state or any 
section of the country cannot long be prosperous without prosperous 
means of transportation and communication, each capable of not 
maintaining its properties in the highest state of efficiency, but like- 
wise capable of commanding new capital necessary to afford adequate 
facilities, new and modern devices, all so essential to modern and 
expanding commerce, which is the foundation of all economic and 
social progress. 

Capital in the main is only stored up labor. It represents in 
modern industry the savings of men and women of small means, 
invested largely in the form of corporate securities. 
prosper must protect its capital so that capital may be secure when- 
ever and wherever employed in an essential service. We hear much 
about placing human rights above property rights. After all the 
right to own property is one of the highest attributes of human 
rights. But aside from the justice of the situation, expediency de- 
mands that we create capital and invest and protect it in all those 
undertakings that render service to the people. 

If there are any degrees of fundamental industries, transportation 
and communication can be placed among the first. What we need 
now throughout all America is to create a state of mind so that the 
great mass of our people everywhere will think in friendly and co- 
operative terms with relation to their great transportation systems, 
and it may not be amiss to say that we also need this same state of 
mind in railway management toward the public that it serves—a 
— of mutual co-operation that will command confidence on all 
sides. 

America’s railroads could never be duplicated under our present 
plan of regulation. We started out in a spirit of teamwork and the 
people everywhere welcomed the railroads as their benefactors. We 
soon drifted into a policy of railroad regulation. that put a stop to 
all progressive development and almost resulted in disaster. A sys- 
tem of regulation that dips into the details of management that 
discounts the fruits of efficiency by reducing rates and increasing 
taxes, and that dictates the details of operation to an extent un- 
dreamed of when regulation began would even now tend to destroy 
the spirit of progress were it not that railway managements have 
not lost faith in the ultimate fairness of the American public. 

The railroads are being regulated under a system of laws largely 
passed by forty-nine separate sovereignties in the days when the 
public was sorely aggrieved. While public sentiment has changed, 
yet the laws for the most part remain the same. The bulk of these 
laws were enacted from 1906 to 1913, both inclusive. During that 
period almost every state in the Union passed laws affecting freight 
and passenger rates, prescribing standards of service and regulating 
details of management, all of which as administered in connection 
‘with the administration of the federal laws, involving many of the 
same be yee enormously increased costs of operation and re- 
stricted the earning capacity of the carriers. Time will not permit 
a review of this situation, but the salient features are largely a 
matter of common knowledge to the casual student of transportation 
and communication problems. + 

Our present system of regulation, especially of railroad trans- 
portation, has reached the point where it is tantamount to govern- 
ment ownership without government responsibility. The railroads pay 
more to their government in taxes than they do to their owners in 
dividends. The government proposes to recapture earnings in good 
years and leave the owners to bear the burden of all losses in poor 
years, The government guarantees nothing in the way of earnings, 
but assumes very large powers of management with relation to costs 
of operation. It controls the power to finance new improvements and 
refund old or maturing obligations. It controls the right to abandon 
an unprofitable line or to build one that is profitable. In short, it 
exercises most of the important functions of management, 


This situation probably cannot be changed except through a slow 
evolutionary process so far as the letter of the various enactments 
is concerned. If wisely administered this situation is not serious and 
will not retard progress. If unwisely administered this situation 
could rapidly destroy prosperity. In view, therefore, of the very 
great powers of regulation assumed by the people through their 
government, it is most essential that the teamwork spirit be mani- 
fested everywhere. It is essential that the powers thus assumed be 
exercised with caution and wisdom. To secure. such a result it is 
essential that the public, or at least that portion of the public that 
thinks, should make and keep itself conversant with at least the 
fundamental principle essential to successful maintenance and mal- 
agement of our various systems of transportation and communication. 
: In other words, the people through government having assumed 
these vast powers, have also assumed along with them a direct re- 
sponsibility to see that the powers are exercised with caution and 
wisdom. To secure such a result means teamwork. It means that 
railway managements must at all times take the public into their 
complete confidence. It means that the public, on the other hand, 
must respond through a spirit of helpful co-operation and demand of 
those in charge of administering transportation and communication 
by legislation, that they exercise their powers in a spirit of con- 
structive helpfulness rather than in a spirit of destructive assertion 
of authority. f : 

If such a policy of teamwork can be inspired and maintained it 
is safe to predict that we will enter upon a new era of transportation 
and communication development. Indeed, this era has already starte f 
because there is a changed public attitude, the first expression ° 
which was manifested in the passage of the transportation act 
1920. The administration of the act has not been in full harmony 
with its spirit, but with a constantly increasing public appreciatio? 
of the value of transportation and communication agencies, pn 
situation is bound to improve. As it does improve we may look .° 
only for a new era of intensive improvement and development o 
existing agencies of transportation and communication, but we a 
also look for the extension of these agencies into new and undevelopé 
territory. Much of the vast area of the United States and its p0s- 
sessions is, comparatively speaking, yet undeveloped. A state of the 
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public mind that will encourage the investment of capital and insure 
its protection when invested is bound to result in intensive under- 
takings looking to the improvement of existing facilities, and also 
the extension of the various agencies of transportation and com- 
munication to new and undeveloped fields. 

Teamwork is indispensable if we are to progress and hold our 
place in the ever increasing competition of world commerce. Team- 
work is indispensable to our future prosperity, and one of the finest 
instrumentalities for its successful development, in my opinion, is the 
Chamber of Commerce of the United States. 


R. F. Pack, vice-president and general manager of the 
Northern States Power Company, of Minneapolis, in an address 
before the group meeting on natural resources, referred to the 
establishment of the shippers’ advisory boards as an illustration 
of the advantage of teamwork in business, Said he: 


A few years ago the shippers of the central northwest and the 
railroads were working very much at cross purposes. When the 
farmers were favored with a bountiful crop, and it is important to 
emphasize that farming is not only a business but our biggest indus- 
try, they were unable to get cars to take these crops to market and 
often their crops rotted on the ground. Storekeepers and industries 
found it difficult to obtain cars to ship their goods, and purchases 
— in distant markets often were an extremely long time on the 
road. 


True there were regulatory commissions empowered to order this 
and order that but with the shippers and the railroads working at 
cross purposes regulation did not seem to be adequate to solve the 
problem of the shippers. 


As a consequence there was organized the Northwest Shippers’ 
Advisory Board. Its membership is made up entirely of shippers but 
the shippers were looking for teamwork and realized that that called 
for co-operation with the railroads. As a result the railroad men 
were invited to “sit in’ with them. This gave an opportunity for 
everyone concerned to meet around a common table, the railroad men 
to tell the shippers their problems, and-the shippers to tell the rail- 
road men their difficulties. 

The shippers complained that they could not get cars and the 
railroad men contended they were not given adequate notice of when 
and where cars would be needed. It did not take long, with all the 
facts on the table, for teamwork to give practical demonstration of 
its ability to produce mutually beneficial results. 

The shippers devised ways and means for estimating their car 
needs for merchants, industries, and farmers, and with this informa- 
tion available the railroad men made their plans accordingly. The 
deplorable situation which had existed over a period of years was 
dissipated in no time. Ever sjnce, the shippers and railroads have 
been going harmoniously along with a minimum of friction and incon- 
venience. 

Similar shipping boards. were organized in other parts of the 
country with the results generally beneficial to everyone concerned. 


Opposition to the provision in the Jones-White merchant 
marine bill providing for government insurance of vessels in 
which the Shipping Board had an interest was voiced by H. A. 
Smith, chairman of the chamber’s insurance advisory committee, 
and president of the National Fire Insurance Company of Hart- 
ford, Conn., in an address before the insurance group meeting. 
He said insurance had not escaped “the serious possibility of 
encroachment into its realm by the federal government.” 
Although proposals to put the government in the marine rein- 
surance business had been dropped, said he, the insurance 
provision in the Jones-White bill referred to would have serious 
consequences if enacted into law. He pointed out that the 
interest of the government in a vessel was defined as being any 
loan made toward the construction, reconditioning, remodeling, 
improving or equipping of a vessel; and any interest it might 
have in any vessel obligated by contract to perform service in 
behalf of the United States. 


Resolutions Adopted 


Resolutions relating to the merchant marine, marine in- 
surance, ocean bills of lading, postal rates, commercial avia- 
tion, commercial arbitration, and government and business were 
adopted by the Chamber of Commerce at its closing session 
May 11. 

The Chamber reiterated its opposition to government owner- 
ship and operation of merchant ships in a resolution along 
the lines of that adopted in the transpoftation group meeting. 
It reiterated its opposition to the entry of the government into 
the marine insurance business and condemned the insurance 
provisions of the Jones-White bill. 


Prompt legislation by Congress with a view to enactment 
of the Hague rules in suitable form to be applicable to American 
conditions was urged in another resolution. Legislation pro- 
viding for adjustment of postal rates was recommended. In 
the resolution on commercial aviation it was urged that state 
regulatory laws be made to conform to those of the federal 
government for interstate regulation. Commercial arbitration 
was commended and enactment of state laws on that subject 
was recommended. 


The Chamber declared that it was essential that the govern- 
ment should scrupulously refrain from entering any of the fields 
of transportation, communication, industry, and commerce, or 
any phase of business when it could be successfully undertaken 
and conducted in the public interest by private enterprise. 

Fred W. Sargent, president of the Chicago & North Western, 
was elected a director of the Chamber, for transportation and 
communication. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period 
April 23-30, inclusive, was 320,762, according to the car service 
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division of the American Railway Association. No shortage was 
reported. The surplus was made up as follows: 







Box, 116,411; ventilated box, 1,243; auto and furniture, 16,415; 
total box, 134,069; flat, 7,003; gondola, 73,670; hopper, 66,421; totai 
coal, 140,091; coke, 1,448; 'S. D. stock, 17,584; D. D. stock, 3,253; re- 






448; 
frigerator, 15,268; tank, 363; miscellaneous, 1,683. 
Canadian roads reported a surplus of 16,200 box, 650 S. D. 
stock, 625 refrigerator and 414 miscellaneous cars. 









LUMBER SHIPMENTS 


The lumber movement, in the week ended’ May 5, continued 
on the high plane established earlier in the year, it was indi- 
cated by the weekly analysis of the National Lumber Manu- 
facturers’ Association, based on telegraphic reports received 
from 794 of the larger softwood and hardwood mills of the 
country. Orders for the week gained 18,000,000 feet, with a 
total of 348,377,000 feet. Preliminary figures for production and 
shipments show a drop of 20,000,000 and 14,000,000 feet, re- 
spectively. Revised reports for 813 mills for the preceding 
week, however, give that production as 327,598,000 and ship- 
ments as 354,360,000 feet, both new highs for the year. 

In the softwood industry, the 391 reporting mills absorbed 
most of the gain in new business, while the declines in ship- 
ments and production were largely attributable to this group. 
Because of the larger number of currently reporting mills, the 
figures under review are not comparable with those of a year 
ago. 

The hardwood branch of the industry, for the 403 reporting 
units, showed 2 gain of 2,000,000 feet in shipments and a drop 
of 5,000,000 feet in production, while orders were about steady. 
Twenty-one fewer units reported this week than for the week 
before. ‘ 

The following table compares the lumber movement, as 
reflected by the reporting mills of eight softwood, and two 
hardwood, regional associations, for the three weeks indicated; 
000’s omitted: 
































Corresponding Preceding Wk., 
Past Week Week, 1927 1928 (Revised) 
Soft- Hard- Soft- Hard- Soft- Hard- 
wood wood wood wood wood wood 

Mills (or 
Units*) 3 403 300 144 389 424 
Production 260,534 46,947 202,340 14,503 276,004 51,594 
Shipments ..... 82,807 57,893 203,967 20,596 298,409 55,951 
CO ee 91,492 56,885 197,673 24,107 273,653 56,788 









*A unit is 35,000 feet of daily production capacity. 








“TRAIL TO RAIL” STORY 


The “Trail to Rail” story now running in the Southern Pa- 
cific’s advertising in The Traffic World is the only authentic 
and complete record ever published of the building of the old 
Central Pacific line from Sacramento to Promontory Point, Utah, 
which line is now a part of the Southern Pacific. Building the 
western link of the first transcontinental railroad was one of 
the greatest achievements of the west. The story will not go 
into the history of the Southern Pacific Company as an entire 
organization in any great detail. 



















CHANGES IN DOCKET 


Hearing in No. 20253, Canton R. R. vs. A. A. R. R. et al, 
assigned for May 10, at Washington, D. C., before Examiner 
Hurley, was postponed to a date to be hereafter fixed. 

Hearing in No. 20010, City of Augusta vs. A. C. L. R. R. 
et al., assigned for May 12, at Augusta, Ga., before Examiner 
Berry was canceled. 









FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the week 
ended May 5 totaled 17,641 cars, as compared with 15,853 cars 
(revised) the preceding week and 18,313 cars in the correspond- 
ing period of 1927, according to carrier reports to the Bureau 
of Agricultural Economics of the Department of Agriculture. 
The bureau said the- shipping season for numerous crops was 
delayed. 

“Fruit prospects in general are very promising,” said the 
bureau. “The Associated, California Fruit Industries has been 
organized to take care of the heavy production of deciduous 
fruits in that state, and a clearing house will be operated some- 
what like the clearing house on grapes last season. Daily in- 
formation will be assembled and disseminated among the mem- 
bers on a considerable number of tree fruits, and on grapes 
later in the year. Reports on cherries have already beeD 
started.” 

Shipments the week ended May 5 were reported as follows: 

Apples, 549 cars; asparagus, 257 cars; carrots, 281 cars; cabbage, 

7 cars; cantaloupes, 4 cars; imports, 6 cars; cauliflower, 182 cars: 
celery, 573 cars; imports, 16 cars; cherries, 30 cars; cucumbers, 152 
cars; eggplant, 1 car; imports, 6 cars; apefruit, 419 cars; imports, 
6 cars; green peas, 264 cars; lemons, 322 cars; lettuce, 1,678 cars; 
mixed citrus fruit, 99 cars; mixed vegetables, 990 cars; imports, 14 
cars; onions, 1,204 cars; imports, 2 cars; oranges, 1,287 cars; imports, 
12 cars; pears, 6 cars; peppers, 82 cars; imports, 15 cars; spinach, 
323 cars; strawberries, 1,441 cars; string beans, 264 cars; sweet Pp0- 


tatoes, 170 cars; tomatoes, 816 cars; imports, 164 cars; watermelons, 8 
cars; potatoes, 3,653 cars; imports, 174 cars. 
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BILL OF LADING BILL 


The Traffic World Washington Bureau 


W. H. Chandler, on behalf of the Merchants’ Association of 
New York, the National Industrial Traffic League, and the 
Shippers’ Conference of Greater New York, and George R. Allen, 
assistant general counsel of the Pennsylvania Railroad, repre- 
senting the bills of lading committees of the railroads in the 
three classification territories, appeared May 10 before a sub- 
committee of the House committee on interstate and foreign 
commerce, headed by Representative Newton, of Minnesota, in 
support of H. R. 12773, a bill to amend paragraph 11 of section 
20 of the interstate commerce act. 

It was explained by the witnesses that the matter under 
consideration related only to that portion of paragraph 11 of 
section 20 of the act that dealt with claims and suits, and that 
the purpose of the proposed amendment was to make the filing 
of all claims compulsory, but to extend the time for the filing 
of claims to not less than nine months, instead of the present 
four months in the statute, and also to make the period for all 
suits not less than two years after disallowance in writing of 
the claim in whole or in part, as the case might be. 


When the amendment carried in the Newton omnibus act of 
March 4, 1927, was under consideration, it was explained the 
carriers requested that a three-year limitation be written into 
the proviso dealing with claims arising out of carelessness or 
negligence, and it was stated that under the law as it read 
prior to March 4, 1927, shippers, and particularly the so-called 
“ambulance claim chasers,” were bringing suits against carriers 
long after their records were in such shape as practically to 
preclude the carriers from making a proper defense. Under 
the act as it then read, such a claim could be sued on at any 
time within the state statutory period. 


Shippers with whom the carriers discussed the subject, it 
was stated, expressed sympathy with the position in which the 
carriers were placed. As a result of conferences, it was agreed 
that all suits under the proviso in question should be brought 
within three years from the time the cause of action accrued 
or otherwise be barred and that was incorporated in the amend- 
ment of March 4, 1927. Continuing the explanation of the 
reasons why the proposed amendment was desirable, Mr. 
Chandler submitted the following from a statement signed by 
him and R. N. Collyer, on: behalf of all the railroads: 


The shippers and the carriers, at the time when the three-year 
period was discussed, had in mind that claims arising under the 
negligence proviso, but not filed within the period of six months 
on domestic freight or nine months on export freight, as now speci- 
fied in the bill of lading, would have to be sued on within three 
years or otherwise be barred. But the language, as now existing in 
the statute, when properly construed, provides that even though 
claims coming under the negligence proviso may be filed within six 
or nine months, as the shipments may be domestic or export, they 
still have to be sued on within three years after the cause of action 
accrued, or otherwise they are barred. This was not in the minds 
of the shippers or the carriers at the time when the three-year 
amendment was incorporated in the act. 


These changes in section 20 (11) of the act necessitate two changes 
in the bill of lading now in use and prescribed by the Commission in 
the Bill of Lading Case, 64 I. C. C. 357. One change is with respect 
to the payments of charges, found in section 7 of the present bill, 
but not at issue here. The other is with respect to claims and 
suits, which is involved here. So when the shippers and carriers 
got together in conference with the view to reframing the language 
of the present bill necessary to meet the changes because of the 
amendment of March 4, 1927, the present difficulty arose. . 

In view of the plain provisions of the amendment it was not 
considered either possible or advisable to write into the bill of lading 
any conditions which obviously are not in conformity with the 
statute. After considerable discussion and a review of the entire 
section 20 (11) of the act, the shippers and carriers agreed that in 
the interest of fair dealing, and good business practice and equity, 
carriers were entitled to be advised within a reasonable time of any 
loss or damage or delay with which they might be charged growing 
out of either carelessness or negligence, or other causes. Starting 
with this as a premise, the carriers agreed to a time limit for filing 
claims of nine months, instead of six months on domestic freight 
and nine months. on export freight as the bill of lading now pro- 
vides, and instead of four months as now provided in the interstate 
commerce act. The shippers on their part agreed to join in asking 
for the abrogation of the proviso covering carelessness and negligence, 
in which it is now provided that suit must be brought within three 
years from the time the cause of action accrues, but which requires 
no notice of claim or filing of claim. As you know, a notice of in- 
tent to file a claim which specifies the shipment with reasonable 
distinctness, is sufficient to meet the requirements of the claim pro- 
vision in either the statute or the bill of lading. The Blish Milling 
Company case, 241 U. S. 190; Interstate Commerce Commission Con- 
ference Ruling No. 510. 


The shippers are particularly anxious to have this amendment 
brought about, for the reason that under the law as it now reads, 
a shipper may file a claim within the period of six or nine months 
specified in the bill of lading without knowing anything about the 
cause of the loss or damage. The goods may have been damaged 
either while being loaded or unloaded, or while in transit, or they 
may have been damaged in the freight house, either at point of 
receipt before loading or at point of delivery after unloading. The 
carrier in its investigation of the claim might ascertain that the 
loss was of the character that falls under this so-called negligence 
proviso. But the carrier might not decline payment of the claim 
until the expiration of the three-year period. The claim would then 
be barred, unless suit had meanwhile been brought. The shippers 
believe that a definite period in which to file all claims, and a 
definite period of two years after claim is declined for bringing 
suit, are far preferable to the uncertainty under the act as it 
now reads; and they heartily join in voquete this change. 

As a further argument the shippers admit that, in ordinary busi- 
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ness practice, nine months is fully adequate to protect the shipper 
or the consignee in the event of any loss or damage growing out of 
either loss or damage or delay to freight shipments. Under no cir- 
cumstances would a merchant allow a claim, unless promptly ad- 
vised of any shortage, damage, improper quality, or delay effecting 
purchases made by a customer. It seems only fair that carriers 
be given prompt notice in the event of their being responsible in 
any measure because of improper handling. Furthermore, under 
the promptness and dependability of service in railroad transporta- 
tion which exists today, it is not necessary for merchants to carry 
either large stocks of goods in warehouses or for long periods as 
was formerly the case. And there is no reason why a shipper or 
a consignee who has a lawful claim against a carrier should not 
be able to ascertain it within a period of nine months. 


C. S. Duncan, of the Association of Railway Executives, 
appeared with Mr. Allen on behalf of the carriers. John Nichol- 
son represented the Shipping Board but did not testify, except 
to state that the board wished to keep in touch with the pro- 
posed legislation. 

Representative Newton commended the shippers and car- 
riers for getting together on the proposed changes. 





FREIGHT STATION IN BIG MERCHANDISE MART 


A mammoth freight station will: be a prominent feature of 
a gigantic merchandise mart to be erected in Chicago—a struc. 
ture twice the size of the largest business building in the 
world. The entire ground level of the mart below the street 
floor will be a modern freight station. Private tracks for in- 
coming carload freight will extend under the center of the 
building. The Chicago & North Western will operate an in- 
bound freight station for less-than-carload lots, as well as an 
outbound station, which will connect with all other roads through 
its new Proviso yards. The merchandise as it comes into the 
station will be loaded into automatic conveyors, which will speed 
it to the exact floor and aisle of the merchant for whom it is 
intended. Connection will be made with the Illinois Tunnel 
Company’s system of freight transportation, which has more 
than sixty miles of tracks beneath the streets and buildings of 
the city, reaching all other railroad terminals. A dock for 
vessels also will connect with the south elevators of the huge 
building. 


FOUR HUNDRED MILE NON-STOP RUN 


Two “Royal Scot” expresses of the London Midland aid 
Scottish Railway May 1 made world’s record non-stop runs— 
from Euston to Edinburgh, 399%, miles, and from Euston to 
Glasgow, 401144 miles. The previous record was also held by 
the “Royal Scot,” which, since September, has run from Euston 
to Carlisle, 299 miles, without a halt. No disclosure of the 
intention to eliminate the stop at Carlisle was made when the 
trains left Euston at 10 a. m., but officials at Carlisle were in- 
formed that the trains would pass through. Both trains arrived 
seven minutes early. That week passengers from London to 
Carlisle were not allowed to travel by the “Royal Scot.” En- 
gines with specially large tenders left Crewe for London and 
they hauled the trains. These tenders hold more coal and allow 
of a double crew. Two drivers and one fireman were on both 
trains. The four hundred mile run beats the North Eastern’s 
run of 292144 miles from Kings Cross to Edinburgh (Waverley) 
station. The L M § run involves two big climbs—over sharp 
summit, Westmorland, 914 feet high, and Beattocks Summit, 
Lanarkshire, 1,014 feet high. 





LOCATION OF CARS 


Percentages of freight cars on line to ownership, Class I 
roads, as of April 1, are shown as follows in the semi-monthly 
bulletin of the car service division of the American Railway 
Association: Eastern district, 98.6, as against 100.5 a year ago; 
Allegheny, 101.1, as against 100.9 a year ago; Pocahontas, 79.8, 
as against 74.2 a year ago; Southern, 98.8, as against 97.4 4 
year ago; Western, 96.9, as against 98.1 a year ago; all dis- 
tricts, 97.6, as against 98.1 a year ago; Canadian roads, 98.6, as 
against 95.8 a year ago. 


STOCKS OF RAILROAD COAL 


Stocks of railroad fuel declined in January and February 
but increased slightly in March, according to a report by the 
Department of Commerce on commercial stocks of coal as of 
April 1: From January 1 to March 1 there was a net decrease 
of 1,165,000 tons in railroad stocks. In March, however, 921,000 
tons were added to the railroad reserves and the total on hand 
April 1, as reported by the American Railway Association, was 
14,486,000 tons. On April 1, 1927, the stocks totaled 22,806,000 
tons, but on April 1, 1926, the stocks were only 9,090,000 tons. 

The report said that from current reports of car loadings 
it was evident that the amount of coal in transit on April 1 
was considerably less than on the same date last year and also 
less than at the beginning of 1928. 

On April 1, according to the American Railway Association, 
there were 1,500,000 tos of unbilled coal in cars at the mines, 
or in the classification yards. 

There were 4,320,786 tons of bituminous coal on the upper 
lake docks on April 1. 
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Fastest Service hy Sea 
Passenger and Freight 


Itinerary: New York—Havana—Panama 
Canal—Balboa—San Diego (Westbound)— 
Los Angeles—San Francisco. 


14 days 


(UTMOST OCEAN SERVICE 


Through Bills of Lading to or from other 
Pacific Coast ports; also European, West 
Indian, Canadian, Hawaiian, Far Eastern 
and Australian ports. , 


Passengers’ automobiles accepted un- 
crated as baggage at moderate charge. All 
steamers equipped for refrigerator cargo. 


Proposed Sailing Dates 
Eastbound from 


Westbound from New York San Franciscoc—Los Angeles 


CALIFORNIA (new) June 2 MONGOLIA........ June 2 
MANCHURIA..... June 16 CALIFORNIA (new) ... June 23 
MONGOLIA ...... June 30 MANCHURIA........ July 7 


PANAMA Paciric LINE 


INTERNATIONAL MERCANTILE” MARINE COMPANY 


Pier 61 Nerth River, N. Y. C. 
(W. 23rd St.) Tel. Chelsea 6760 
Chicago, 180 N. Michigan Ave. 
Philadelphia, Public Ledger Bldg. 
San Francisco, 60 California St. 


1 Broadway, N. Y. C. 

Tel. Bowling Green 8300 

Boston, 84 State Street 

Baltimore, Chamber of Commerce Bldg. 
Los Angeles, Central Bldg. 


MUNSON-McCORMICK LINE 
INTERCOASTAL SERVICE 


From Baltimore, Philadelphia and 
New York 
Bi-Weekly or Fortnightly 


DIRECT TO 
LOS ANGELES HARBOR—SAN 
FRANCISCO, OAKLAND, PORTLAND, 
SEATTLE and TACOMA 


Through Bills of Lading issued to other 
Pacific Coast Ports; Hawaii, Far East 
and British Columbia 


MUNSON STEAMSHIP LINE 
Munson Building, 67 Wall St., New York 


Chicago, St. Louis, Pittsburgh, Baltimore 
Philadelphia, Mobile, New Orleans 


McCORMICK STEAMSHIP CO. 


GENERAL PACIFIC COAST AGENTS 
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LEONARD’S GUIDE 


Freight, Express, Parcel Post 
' RATES and ROUTINGS 


All in One Book! 


Entirely different from er you have 
ever seen. It saves Time and Money. . 
We keep our subscribers advised of all changes by our 


supplements and by special notice when necessary. 
The Guide is entirely revised and reprinted each year. 









Four years ago used in only 25 cities. 
Today used in 700 cities! 
- Why? 
Because we save our subscribers money 














Send for sample sheets showing how we give 
parcel post and express rates from your city to 
every point in the United States and Canada. 


G. R. LEONARD & CO., Inc. 


155 North Clark St. 15 East 26th Street 
CHICAGO NEW YORK 










Calmar Steamship Corporation 


CALMAR LINE — COAST-TO-COAST 














Voy. Baltimore Philadelphia | Los Angeles 
No. Ship Arrive— Depart Arrive— Depart Arrive— Depart 
3 CALMAR Sailed Sailed May 6 May11 
3 PENNMAR Sailed Sailed May 21 May 26 
3 YORKMAR | May 3 May 8/|May10 May 15/ June 5 June10 
3 MASSMAR | May 18 May 23| May 25 May 30| June20 June25 
3 OAKMAR | June 3 June 8| Junel0 Junel5| July 6 July 11 
—_——_ <a e 
San Francisco 
Voy. Oakland Portland Seattle 
No. Ship Arrive— Depart Arrive— Depart Arrive— Depart 
3 CALMAR May 13 May 16} May 19 May 20} May 22 May 24 
3 PENNMAR | May 28 May31/ June 3 June 4/ June 6 June 8 


3 YORKMAR | Junel2 Junel5 | Junel18 Junel9 | June21 June23 
3 MASSMAR | June27 June30| July 3 July 4/July 6 July 8 
3 OAKMAR | July 13 July 16} July 19 July 20} July 22 July 24 


A GOOD THING TO KNOW : 


Los Angeles—Berth 230-B 
| San Francisco—Pier No. 50 
Calmar Line vessels dock at ¢ Oakland—Howard Terminal 


' Portland—Terminal No. 1 
| Seattle—Atlantic St. Dock 


for information regarding rates apply to 


CALMAR STEAMSHIP CORPORATION, © 
Moore & McCormack, General Agents, 
5 Broadway, New York, N. Y. 
Bourse Bu Z, Philadelphia, Pa. 
tizens National Bank Bldg., Baltimore, Md. 
Oliver Building, Pittsburgh, Pa. 
Rookery Building, Chicago, Ill. 


CALMAR STEAMSHIP CORPORATION, 
Swayne & Hoyt, Pacific Coast Agents, 
240 Front Street, San Francisco, Calif. 
318 Transportation Bldg., Los Angeles 
911 Board of Trade Bldg., Portland, Ore. 
201 Central Bldg., Seattle, Wash. 
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Questions and Answers 


In this department wll be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist , 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience 


and wide knowledge will answer questions a practical traffic 


problems. We do not desire to take the place of traffic man but to 
help him in his work. : ' < 

The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that ees a - cree too complex for the kind of investigation 
herein contemplated. 

perenne Questions and Answers Department, 

Traffic Service Corporation, Mills Building, Washington, D. C. 





Proof of Injury to Goods 


Missouri.—Question: We are interested in your reply to 
“Nebraska,” page 940, your issue of April 14, 1928. 

You state that the burden of proof is upon the shipper to 
show that freight was in good condition. Do you mean that 
shipper, not having knowledge of the actual condition of con- 
tents, has the burden of proving that the freight was in apparent 
good condition. You emphasize the fact, that the statement in 
the bill of lading makes out a prima facie case against the 
carrier, and the burden rests upon the carrier to prove that 
the goods were not in such apparently good condition. How can 
either the shipper or carrier prove the actual condition of con- 
tents without opening the package? Upon whom does the bur- 
den of proof rest first? 


Answer: It is usual to insert in a bill of lading recitals to 
the effect that the goods were received in good condition or in 
apparently good condition. This clause pertains to the instru- 
ment as a receipt. Even without any statement on the subject 
it is presumed, if no memorandum is made on the bill of lading 
to the effect that the goods are not in good condition, that, so 
far as observable by inspection without opening the boxes, pack- 
ages, or bundles in which the goods are shipped, they were in 
good order. If the statement is that the goods are apparently 
in good condition, it is, of course, open to the carrier to show, 
as against a claim that the goods were damaged during trans- 
portation, that the damaged condition existed at the time of the 
receipt of the goods, but was not apparent on inspection. Such 
a statement relates only to external conditions, and does not 
make out even a prima facie case against the carrier with ref- 
erence to damage not thus apparent. But the recital of good 
condition or apparently good condition does not make out a 
prima facie case against the carrier that the goods were in 
apparently good condition so far as ordinary inspection without 
opening the packages would disclose. The burden of proof is 
on the carrier to show that the goods were not in such appar- 
ently good condition when received. The rule as generally 
stated is that the recital as to the condition of the goods is 
prima facie evidence only as to that fact, and the carrier may 
show the contrary. But a recital of good condition may be 
binding on the carrier when the bill was intended to be nego- 
tiated and is held up by a bona fide transferee for value. 


As bearing upon the matter of proof, see the decision in 
Shore vs. N. Y. N. H. & H. R. R. Co., 121 Atl. 345, in which case 
the court said: 


The appearance of the box when the defendant delivered it to 
the plaintiff and he in turn delivered it to the defendant, and when 
it was received by the railroad in Philadelphia, indicated that it was 
“securely and tightly closed.”” From this fact and the character of 
the package the court would have been justified in concluding that the 
box when delivered to the defendant by the plaintiff was in the same 
condition as when delivered by Sweet, Orr & Company to the rail- 
road in Philadelphia. It was, therefore, necessary for the plaintiff, 
since he had no means of proving the contents of the box at the time 
of delivery to the defendant, to have shown its contents at time 
of delivery to the railroad at Philadelphia. No facts are found by the 
trial court as to the contents of this box at the time of the delivery 
of the box to the defendant, or its delivery to the railroad at Phila- 
delphia, and no facts are found from which an inference might be 
drawn as to the contents of this box. Failing to prove the contents 
of the box when delivered to the defendant or to the railroad at 
Philadelphia, the plaintiff might have relied upon proof of the con- 
tents of the box when it left the possession of Sweet, Orr & Com- 
pany and supplemented this by proof that the condition of the box 
remained the same when it was delivered to the railroad at Phila- 
delphia, and of the fact that thereafter its condition did not change? 
In either of these ways the plaintiff could have met its burden of 
peeomng the delivery of the goods to the defendant for whose loss he 
sues. ichellod vs. O. W. R. & Company (Oregon), 168 Pac. 620, 623; 
Cunard Steamship Co. vs. Kelly, 115 Fed. 678, 53 G. C. A. 310: L. & 
N. R. R. vs. Echols (Ala.) 12 Sou. 304; Elliot on Railroads (3d ed.) 
Vol. 4, Section 2125. 


See also John Deere Plow Co. vs. American Express Co., 
203 S. W. 488. 

Primarily, the burden is upon the shipper to prove that the 
goods were in good condition when delivered to the carrier. 
The statement in the bill of lading that they were in apparent 
good condition is evidence of this fact, but rebuttable evidence 
which, if rebutted by the carrier, requires further and additional 
evidence on the part of the shipper. 
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Refrigeration—Non-Common Carrier Service 
With respect to our answer to “Pennsylvania” on page 1060 
of the April 28, 1928, Traffic World, see the Commission’s opin- 
ion in docket 19282, David Berg Industrial Alcohol Company ys. 
Reading Company (mimeographed), decided April 17, 1928, in 
which case the Commission said: 


In the situation here considered defendant has elected for its own 
convenience or from the necessities of the case, to assume the 
burden of performing an accessorial service which it is under no 
duty to perform. It is its duty, in respect of carload freight, to 
place a car for loading or unloading at some point convenient to the 
shipper or consignee. Associated Jobbers of Los Angeles vs. A. T, 
& S. F. Ry. Co., 18 I. C. C. 310, 314, 315. When it elects, as it has 
done here, to preclude the shipper from an opportunity to load his 
own traffic, it makes of that loading a transportation service within 
the meaning of section 1 (3) and it should publish, file and post its 
charges therefor in accordance with section 6. The requirements of 
the latter section are not met by the general term “or at his expense” 
as provided in item 642. 


The above has reference to the act of the express company 
in arranging for refrigeration service. 

Delivery—Liability of Carrier for Delivery on Unindorsed Order 
Bill of Lading 

New Jersey.—Question: The shipper’s original order bill of 
lading, unindorsed by the shipper, in some unknown manner 
reached the hands of the notifyee, who presented same to des- 
tination agent for the material. Because the notifyee was well 
known to railway agent, he (railway agent) delivered the goods 
before communicating with shippers, subsequently mailing the 
original order bill of lading to the shipper for indorsement. 

In the event of the notifyee refusing to promptly pay for 
the goods, and terms of original order bill of lading are that 
same shall be properly indorsed before delivery of the property, 
is the railway company legally responsible for the invoiced value 
of the goods? 

Answer: In Southern Ry. Co. vs. Maasee & Felton Lumber 
Co., 98 S. E. 106, it is held that where an order notify bill of 
lading required the surrender of the original order bill of lading, 
properly indorsed, the shipper’s mistake in sending the original 
bill instead of the memorandum bill, direct to the order notify 
party, unindorsed, did not relieve the carrier from requiring it to 
be properly indorsed before delivery of the shipment to the 
order notify party. See also Keystone Grape Co. vs. Husted, 
122 N. E. 269; Voghel vs. N. Y. N. H. & H., 103 N. E. 286; First 
National Bank vs. Ore.-Wash. R. R. & Nav. Co., 186 Pac. 792 
(Idaho), and Judson vs. M. & St. L., 154 N. W. 506 (Minn.). 

In Weyland vs. A. T. & S. F., 39 N. W. 899, it was held that 
a carrier is liable for goods consigned to the shipper and deliv- 
ered without orders, to a person who ordered the goods and to 
whom the shipper had sent an unindorsed bill of lading, draw- 
ing on him through a bank for the price, and accompanying the 
draft with another bill of lading and an order for the goods 
to be delivered on payment of the draft, though the company 
was ignorant of the sending of the other bill of lading and draft 
as well as of the fact that the goods were not paid for; that 
the existence of a local custom to deliver goods on the presenta- 
tion of an unindorsed bill of lading at the place where the de- 
livery was made, the shipper having no knowledge of it, is no 
defense to an action for the value of the goods so delivered. 


Limitation of Actions—Recovery of Overcharge from Carrier by 
Water 


Michigan.—Question: On December 1, 1927, we received an 
overcharge claim on a shipment which moved over our line on 
October 25, 1925. 

Would this claim come under the limitation period of two 
years, as covered by paragraph 3 of section 16 of the act of 
June 7, 1924, or would the three-year period of limitation govern? 

Your answer to “Maryland,” appearing on page 1000 of your 
Volume XEI, No. 16, wherein you state, “The Commission’s Con- 
ference Ruling quoted in the answer to which you refer, is based 
upon the provisions of paragraph 3 of section 16, prior to the 
amendment of June 7, 1924, but the principle thereof is applicable 
at the present time,” would lead us to infer that paragraph 3 
of section 16 of the act of June 7, 1924, still applies against 
overcharge claims. 

Answer: So far as we can determine, the principles set 
forth in sections 240, 241 and 242 of Vol. 1 Corpus Juris on 
Admiralty, govern an action by a shipper against a water carrier 
for an overcharge. 

The provisions of these three sections read as follows and 
are supported by réference to numerous decisions of the courts: 


Section 240—Except in criminal cases and those of a quasi crim- 
inal character, as for offenses against the revenue laws for whi 3 
forfeitures are enforced by proceedings in rem, in admiralty, 
period of limitation is fixed for the commencement of suits in ad- 
miralty. The exercise of admiralty and maritime jurisdiction in the 
United States courts is governed entirely by the legislation ° 
Congress and the general principles of maritime law. They are 
not controlled by the periods of limitation prescribed by state statutes. 
Pac. Coast S. S. Co. vs. Brancroft-Whitney Co., 94 Fed. 180 (rev. 0” 
other grounds, 180 U. S. 49). t 

Section 241—Independently, however, of any limitations, courts he 
admiralty will not entertain suits for stale demands, and adopt the 
principle that laches or delay will, under proper circumstances, iw 
stitute a valid defense. Lapse of time alone will not make this . 
mand stale, nor can any rule be safely prescribed as absolute h 
all cases as to the period necessary; the delay which will defeat suc 
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Chocolate and other candies stored 


“THE ECONOMICAL WAY” 





PANAMA MAILS. S. CO. 
Fast Freight and Passenger Service 
Scheduled Sailings via Panama Canal 
From SAN FRANCISCO and LOS ANGELES te HAVANA and NEW YORK 


EASTBOUND SAILINGS 
From San Francisco From Los Angeles 


$.S. ECUADOR................., May 26 Ma 
S. S. COLOMBIA... June 23 June 33 
Rsaccuscleubcecn July 14 July 16 


Also regélar sailings for Mazatlan, Champerico, San J d 
Guatemala, Acajutia, La Libertad, La Union. Cosinte, Amapala, 
—— San Juan del Sur, Balboa and Cristobal (Panama) and 
uenaventura. 


Trans-Shipment at Panama for South America and European Ports 


Through rail export bills of lading issued in transcontinental 
territory via San Francisco and Los Angeles harbo 
West Coast Mexican and Central American ports. a 


350 Marquette Bldg., Chi 


CES— 
cago, Ill. 2 Pine Street, Fran 
10 Hanover Sq., New Yerk, N. Y. s Sen By ne st 


548 S. Spring St., Les 


Southern Steamship Company 


OPERATING FAST FREIGHT SERVICE 
BETWEEN 


Philadelphia, Pa., and Houston, Tex. 
SAILINGS, 
From Philadelphia .. Wednesdays and Saturdays 
From Housten .... ..Mondays and Thursdays 
Low Rates Quick Dispatch Thru Package Cars 


GENERAL OFFICES: 
321 Commercial Trust Bldg., PHILADELPHIA, PA. 





Storers and Distributors of 
MERCHANDISE 


all year round. 
Space for Rent 


Cool Temperatures 





THE TRAFFIC 





DISTRIBUTION WAREHOUSE 
ST. LOUIS COTTON COMPRESS CO. 22h 
East St. Louis, Illinois 

S00 TERMINAL a 
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Across 
the Pacific 


via Seattle 


and the Great Circle Track—the Short 
Route to the Orient. Build your bus- 


iness in the Orient by prompt deliv- 
eries. This you can accomplish by us- 
ing the President Liners. Every alternate 
Saturday a sailing from Seattle for Yoko- 
hama, Kobe, Shanghai, Hong Kong, 
Manila. Through Bills of Lading issued 
to all Oriental ports. 


T.J. Kehoe, Gen. Eastern Agt.,32 Broadway, New York 


W.G. Roche, Inc., Gen. Agt., R. W. Bruce, Gen. Agt., 
1714 Dime Bank Bldg. 110 S. Dearborn St., 
Detroit, Mich. Chicago, Ill. 
L. L. Bates, General Freight Agent, 
1519 Railroad Ave. So., Seattle, Wash. 


American Mail Line 


Other Offices, Boston, Philadelphia, Baltimore, Pittsburgh, 
Portland, Ore., San Francisco, Calif., Tacoma, Wash., 
Vancouver, BC.. Victoria, B.C. 






A sprinklered warehouse, 2,000 feet long by 180 feet © 
wide, "divided inte 18 compartments ef about 20,000 
square feet each with platform and tracks en twe 


sides. 
The floor is built on the ground and is particularly 


on a regular storage basis. Traffic information fur- 
nished on request. 

Low ‘Insurance—A Wonderful Distributien Peint. 
Address Reom 407 Federal Commerce Trust Building 
ST. LOUIS, MISSOURI 


CHICAGO, ILL. 


LOCATED NEAR LOOP 


40 Car Siding. Free Switching. 
Tunnel delivery to all Trunk Lines 
and to Aurora and Elgin Electric. 


Represented by 


NATIONAL i20e Brondway, Rew Yo INC. 
Seeotuee, Row You York | 





export THE MOTOR HAULAGE COMPANY, Inc.  SoNytactors FOR 

Pool Car Distributors NEW YORK CITY, N.Y. Eastern 8.5. Go, Lines 

mnie P. O. Box 780, BROOKLYN, N. Y. New York, ‘New. Haven & 
Valuable Products Over 150 Heavy Duty Trucks in Operation Qoean 5.8. Co. of Savannah 
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a suit must in every case depend on the peculiar, equitable circum- 
stances of the case. But relief will be refused to the libelant when 
the delay is such as to prevent the court from doing justice between 
the parties, or the respondents have by reason thereof been induced 
to change their position greatly to their disadvantage. 

Section 242—While courts of admiralty are not bound by local 
statutes in determining the question of laches they govern them- 
selves by the analogies of the common law or statutory limitations, 
in the absence of special or exceptional circumstances. s 

Fxceptional circumstances will sometimes lead a court of ad- 
miralty to pronounce a claim stale after a lapse of time less than the 
local statutory period of limitation. 


The above is applicable unless the carrier by water is one 
subject to the provisions of the interstate commerce act, i. e., 
paragraph 11, sec. 5, thereof, that is, the carrier is one owned 
or controlled by a rail line, in which event the provisions of 
paragraph 3 of sec. 16 of the act as amended June 7, 1924, 
providing for a three-year period of limitation, would govern. 

Limitation of Actions 

North Carolina—Question: Would appreciate your giving 
me answer to the following question: 

In reopening a rule 77 adjustment, would the two-year statute 
of limitation bar a further reparation adjustment? In other 
words, after the first adjustment was disposed of and later 
a better basis was found applicable, what is there to prevent 
continuation and further adjustment? 

Answer: With respect to this question, see our answer to 
“Missouri,” on page 740 of the March 24, 1928, Traffic World, 
under the caption “Limitation of Actions—Misrouting.” It is 
our opinion that under the cases cited therein the bar of the 
statute of limitations would not preclude recovery of an addi- 
tional amount over*that prayed for in the original complaint, 
in the event that the request for increased damages is handled 
as a part of the original complaint and not as a separate and 
distinct cause of action, the request not constituting an enlarge- 
ment of the issue in the original complaint. 

Routing and Misrouting—Duty of Carrier Where Shipper’s Rout- 
ing Instructions Are Incomplete in that Delivering Carrier 

Is Not Named 

Colorado.—Question: An L. C. L. shipment was billed from 
Chicago to Fort Laramie, Wyo., and the shipper made out the 
bill of lading via Illinois Central, care Union Pacific, and there 
are no through rates from Chicago to Fort Laramie, Wyo., 
only via the C. B. & Q. R. R. Co., as shown in their tariff 5000-B, 
I. ©. C. 10610. 

There was no rate shown on bill of lading. This shipment 
moved from Chicago via Illinois Central to Omaha, care Union 
Pacific, to Cheyenne, Wyo., care C. B. & Q., to destination. The 
railroad company used a rate from Chicago to Cheyenne and 
the local rate from Cheyenne to destination. 

The agent of the Illinois Central Railroad Co. in Chicago 
apparently thought this shipment was for Laramie, Wyo., on 
the Union Pacific and did not question the routing or the des- 
tination as shown on bill of lading. We believe the agent at 
Chicago should have notified the shipper that shipment could 
not be delivered with the routing shown as per Conference Rul- 
ing 214-C. We have askeed the carriers to protect the through 
rate from Chicago to Fort Laramie, Wyo. 

Kindly advise us your views in this case. 

Answer: In our opinion, there was no misrouting on the 
part of the carrier, under the provisions of Conference Ruling 
No. 214-C, provided the shipment moved via the cheapest rea- 
sonable route between point of origin and destination. The 
routing instructions of the shipper not being complete, in that 
the terminal carrier was not specified, the initial carrier per- 
formed its full duty if it forwarded the shipment via the cheap- 
est route consistent with the shipper’s instructions. See Green 
Bay Specialty Co. vs. N. Y. & L. B. R. R. Co., 50 I.-C. C. 237. 


COAL PRODUCTION AND SHIPMENT 


Total production of soft coal the week ended April 28 was 
estimated at 8,187,000 net tons by the Bureau of Mines of the 
Department of Commerce. This represented an increase of 
270,000 tons as compared with the output in the preceding week. 
Production of anthracite was estimated at 1,891,000 tons, an in- 
crease of 286,000 tons over the output in the preceding week. 

Bituminous coal dumped into vessels at Lake Erie ports 
the week ended April 29 totaled 281,310 net tons. Coal dumped 
previous to April 23 amounted to 533,082 tons, making the total 
for the season to April 29, 814,392 tons. 

Anthracite shipped from Lake Erie ports for the season to 
April 29 totaled 23,139 net tons. 

Tidewater bituminous coal shipments the week ended April 
28 were reported as follows: From Hampton Roads, 333,673 net 
tons, of which 176,718 were for New England delivery; from 
Charleston, S. C., 3,782 net tons. 

Cars of coal forwarded over the Hudson to eastern New 
York and New England the week ended April 14 were reported 
as follows: Bituminous, 2,076 cars; anthracite, 3,007 cars. 


CONDITION OF EQUIPMENT 


Freight cars in need of repair on April 15 totaled 145,278, or 
6.5 per cent of the number on line, according to reports filed by 
the carriers with the car service division of the American Rail- 
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way Association. This was an increase of 5,580 cars above the 
number reported on April 1, at which time there were 139,698, or 
6.2 per cent. Freight cars in need of heavy repairs on April 
15 totaled 103,006, or 4.6 per cent, an increase of 2,306 compared 
with April 1, while freight cars in need of light repairs totaled 
42,272, or 1.9 per cent, an increase of 3,274 compared with 
April 1. 

Locomotives in need of repair on the Class I railroads of 
this country on April 15 totaled 8,999, or 15 per cent of the 
number on line. This was an increase of 712 locomotives com. 
pared with the number in need of such repairs on April 1, at 
which time there were 8,287, or 13.8 per cent. Locomotives in 


need of classified repairs on April 15 totaled 5,067, or 8.5 per 
cent, an increase of 371 compared with April 1, while 3,932, or 
6.5 per cent, were in need of running repairs, an increase of 341 
compared with the number in need of such repairs on April 1. 
Class I railroads on April 15 had 7,249 serviceable locomotives 
in storage, compared with 7,276 on April 1. 





Digest of New Complaints 





n° 


No. 20777. Sub. No. 1. Sonken-Galamba Corporation. Kansas City, 
Kan., vs. Kansas City, Mexico & Orient et al. 

Unreasonable rates and charges. on old iron and/or steel rails, 
from Wichita and/or West Wichita, Kan., to Kansas City, Mo. 
Asks reasonable rates and reparation. 

No. 20880. Sub. No. 3. Smith, Robson & Burkhart, Inc., Memphis, 
Tenn., vs. Erie et al. 

Rates in violation of sections 1 and 6 of the act, on cottonseed 
shavings, from points in Mississippi to Nashville, Tenn., Akron, 
O., Buffalo, N. Y., St. Louis, Mo., and other points. Asks cease 
and desist order and refund. 

No. 20880. Sub. No. 4. George C. Speir Cotton Co., Inc., Atlanta, Ga., 
va, A. C, L. et al. : 

Inapplicable and unreasonable rates on cottonseed shavings, 
from points in Georgia and the Carolinas to points in Connecti- 
cut and Mississippi. Asks cease and desist order and refund. 

No. 20899. Sub. No. 1. Magnolia Petroleum Co., Dallas, Tex., vs. 
Santa Fe et al. 

Unreasonable rates and charges on iron and steel tanks, k. d., 
from points in Texas to points*in Oklahoma. Asks rates for fu- 
ture and reparation. 

No. 20923. Commercial Milling Co., Detroit, Mich., vs. Grand Trunk 
Western et al. 

Alleges rates sought to be charged on grain and grain products 
milled or malted in transit at Detroit, Mich., originating at roints 
in Illinois, Kansas, Wisconsin, Iowa, Nebraska and Colorado and 
destined to points in Ohio, are in violation of sections 1, 2, 3 and 
6 of the act. Asks rules, regulations and charges for future and 
reparation. = 

No. 20938. Florida Warehouse & Forwarding Co. et al., Jacksonville, 
Fla., vs. Seabord Air Line et al. 

Illegal and inapplicable charges on canned goods, from Jack- 
sonville, Fla., to points in Florida over intrastate routes. Asks 
cease and desist order as to application of interstate rates and 


reparation. 
No. 20939. Hyman-Michaels Co., Chicago, Ill., vs. Seaboard Air Line 
et al. 


Rates and charges in violation of sections 1, 2, 3 and 6 of the 
act, on old and/or scrap steel rails and angle bars or splices, from 
points in Alabama and Kentucky to Florida points because of 
rates applied from River Junction, Fla., to Brooksville, Fla. Asks 
rates for future and reparation. 

No. 20940. Robert Gaylord Co., St. Louis, Mo., vs C. C. C. & St. L 
et al. 

Rates in violation of section 6 of the act, on strawboard, from 
Terre Haute, Ind., to St. Louis, Mo. Asks reparation. 


No. 20941. Pine Plum Lumber Co., Montgomery, Ala., vs. Gulf, Mobile 
& Northern et al. 
Rates and charges in violation of section 1, 2, 4 and 6 of the act, 
on lumber from Mississippi points to Monticello, Ark. Asks cease 
and desist order and reparation. 


No. 20942. Brown Roberts Hardware & Supply Co., Ltd., Alexandria, 
La., vs. A. G. S. et al. R 
Rates in violation of sections 1 and 4 of the act, on cast iron 
stoves, from Rome, Ga., farm wagons, from Chattanooga, Tenn., 
to Alexandria, La. Asks rates for future and reparation. 


No. 20943. Twin City Forge & Foundry Co., Stillwater, Minn., Vs. 
Duluth, South Shore & Atlantic et al. 
Rates and charges in violation of first three sections of the act, 
on lump ore, from Republic, Mich., to Stillwater, Minn. Asks 
reparation. 


ow hee Metamora Elevator Co. et al., Metamora, O., vs. C. H. 

. et al. 

Rates in violation of sections 1 and 6 of the act, on grain and 
grain products and by-products, from points in Central territory 
to points in Eastern Trunk Line and New England territories. 
Asks rates for future and reparation. 

No. 20945. Ware Bros. Agency, Tuscumbia, Ala., vs. C. & A. et al. 

Rates in violation of sections 1 and 6 of the act, on old cotton 
bale oe material, from Barksdale, Wis., to Tuscumbia, Ala. 
Asks rates for future and reparation. 

No. 20046, Brown County Oil Co. et al., Essig, Minn., vs. A. & 5 
set al. : 

Unreasonable rates on petroleum products, from points in Ark- 
ansas, Kansas, Louisiana, Missouri, Oklahoma and Texas, to 
points in Minnesota. Asks rates for future and reparation. 

No. 20947. S. A. Sherwood, Los Angeles, Calif., vs. New Haven et al. 

Unreasonable rates and charges on cranberries, from Tremont, 
Mass., to Los Angeles and San Francisco, Calif. Asks reparation. 

No. 20948. Abe Rosenblum Corporation et al., New York, N. Y., V® 
A. G. S. et al. . : ‘ 

Unreasonable rates and minimum weights on fresh onions with- 
out tops, from points in Texas to points in Louisiana, Oklahomé 
Kansas, Nebraska, the Dakotas and in states east of those name@. 
Asks relief for future and reparation. . 

No. 20948. Sub. No. 1. Same vs. Same et al. 

Same complaint and prayer. 
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JOS. STOCKTON TRANSFER CO. 


ESTABLISHED 1857. 
TEAMING —~— MOTOR TRUCKING — CARLOAD 
DISTRIBUTING 


of General Merchandise 


ral Pa 175,000 Square Feet Floor Space 
! a t 
. a Zt Southern R. R. Siding. 25c Ins. Rate 


tog “2B Virginia Bonded Warehouse Corp. 
SE 1709 East Cary Street 


TERMINAL WAREHOUSES OF ST. JOSEPH, Inc. 
ST. JOSEPH, MISSOURI 








DALLAS, TEXAS 






GEOGRAPHICALLY 
LOCATED TO RENDER 
DISTRIBUTORS 72,000 Sq. Ft. Floor Space 
DISTINCTIVE WAREHOUSE For L 
AND FORWARDING or Lease 









SERVICE 





or Sale 

MEMBERS A.W.A. O.WA NN ) Four stories, two units, 

. ah private siding, nine-car 

a = | ) = Fe = Lon yt, spot, fireproof, sprin- 

SERVICE | — oe may klersystem. Very low 

TERMINAL fl. (eae 
ae }) ae wholesale district. 


BUILDS BETTER BUSINESS}: x — = @i §.B.DOGGETT 


MERCANTILE WAREHOUSING AND DISTRIBUTING 





ATLANTA | | WOODSTOCK 


E Modern Typewriter for Modern Business 
G ORGIA The Typewriter You Buy— 


it was built for the business 
of today. 


The Heart of the It was designed to excell all 


Dre : other machines in efficiency, 
Best Trade to complete and round out 


Territory ~~ a big business organizations in 
oe . its standpoint of neatness, 

In the South wee eo no ae x speed, accuracy and satisfac- 
ee ze tion in work done a little 


peat fess ee oe ee ies Goa 


AND POOL CAR DISTRIBUTION : tive booklet. 


Fireproof — Lowest Insurance WOODSTOCK TYPEWRITER; COMPANY 
Merchants & Manufacturers Warehouse Co. General Sales Office: 35 East Wacker Drive, Chicago, IIl. 


Storers, Distributors 
and 
Forwarders 
0 
General Merchandise 


Pool Car Distribution 


Prompt and 
Intelligent Service 


TRIPP WAREHOUSE COMPANY 
Merchandise 2"4 Machinery Storage 


POOL CAR DISTRIBUTION 
MEMBER 


AMERICAN CHAIN OF WAREHOUSES 
CHICAGO, 53 West Jackson Bivd. NEW YORK, 260 W. Broadway 


ata ecm mummes ewenen THRU RATES AND 
aw A DIRECT WATER ROUTES 


SHELTON fo OERBY 
One <0 Ml chy NEW HAVEN a 
ow 
warns {TOM “London and Norwish: Conn. 


C.F.A., W.T. L., Inter-Mountain, 
to South and Southwest 


ns STORE BOOR DELVE CLYDE, OLD DOMINION, SAVANNAH, 
arooownuster cts WEG MALLORY and MORGAN S. 8. LINES 
WEW YORK 


TALL POWTS SOUTH BOAT AND RAIL THAMES RIVER LINE, INC., Pier 32 E. R., New York City, "®**35 5, FucHs. 
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No. 20949. J. D. Ekstrum et al, receivers “ i. — - Fuel & 
Transfer Co., Minneapolis, Mi nn., vs. C. M. & St. P. 

Illegal and unreasonable rates on amalgam coal, oo = 
Wis., to Minneapolis, Minn. Asks reparation. 

No. 20950. Kistler Leather Co., Boston, Mass., vs. L. & N. et al. 

Rates in violation of sections 1 and 3 of the act, on liquid tan- 
ning extract, from Nashville or West Nashville, Tenn., to Elkins, 
és Va. Asks rates for future and reparation. 

. 20951. St. Louis Cooperage Co., St. Louis, Mo., vs. B. & O. et al. 

Charges in violation of section 6 of the act, on empty wooden 
barrels, slack cooperage, from St. Louis, Mo., to Lawrenceville, Il). 
Asks rates for future. 

No. 20953. Nash-Finch Co., Minneapolis, Minn., vs. Butte, Anaconda 
& Pacific et al. 

Rates and charges in Mo ag of sections 1 and 6 of the act, 

on lettuce, from Brawley, Calif., Butte, Mont. Asks reparation. 
No. =e wg & Thermit Garpnentian, New York City, vs. New 

ven et a 

Unreasonable rates on scrap tin plate, from points in Connecti- 
cut, Rhode Island and Massachusetts to Carteret, N. J. Asks 
rates for future and an On 

0. 20955. a. Coke & Gas Co. et al., 
Cc. C. & St. L. et al. 

Rates in —, he! section 6 of the get, on ammoniacal liquor, 
from Terre Haute, I to St. Louis, Mo. Asks reparation. 
weer Abbot Worsted yt Graniteville, Mass., vs. Boston & Maine 
et a 

Unreasonable rates on 
Mass., to Philadelphia, 


Terre Haute, Ind., vs. C. 


arn, from Graniteville and Forge Village, 

a. Asks rates for future and reparation. 

No. opal = O. Nelson Mfg. Co., St. Louis, Mo., vs. Missouri Pa- 
cific et a 


Unreasonable rates on “plumbing goods,” from Noblesville, Ind., 
to See we Colo. Asks rates for future and reparation: 







No. ro Eagle Oil & Refining Co., Kansas_City, Mo., vs. 
dante Fe et al. roi Sf 
Unreasonable rates on petroleum and its” 8s, includin 
lubricating oils and greases, from Kansas Ss prarests, Missou 


os north Texas points to points in Wabraska. Asks rates for 
uture. 


No. 20959. Sykes & Hill, Fort Myers, Fla., vs. Atlantic Coast Line. 


NOTE—items in the Decket marked with an asterisk (*) are new, 
having been added sinee the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


ae 14—Washington, D. C.—Assistant Director Burnside: 

inance No. Application P. L. & W. R. R. for authority 
to construct extensions of its line Beaver county, Pa., and 
Columbiana and Mahoning counties, O. 

Finance No. Oe age ge Montour R. R. for authority to acquire 
control of the P R. by purchase of capital stock. 
May 14—Houston, Tex.—Examiner Davis: 
inance No. 6784—Application of Cane Belt R. R. for authority to 
—— a line of railroad in Wharton and Fort Bend counties, 


Finance No. 6759—Application St. L., B. & M. Ry. for authority to 


construct lines of railroad (a) from a point between Brazoria and 
Allenhurst in a Northwesterly direction to a point in the vicinity 
of the border line between Fort Bend and Wharton counties, Tex., 
and (b) from a point near Algoa in a general southeasterly di- 
rection to a connection with the Galveston, Houston and Hen- 
Ree R. R. at a point near Dickinson, Tex. 
ee Ill.—Examiner ek 
man Mfg. Co. vs. C. & E I. Ry. et al. 
20316 tan Gab 1)—East St. Louis Cotton Oil Co. vs. I. C. R. R. et al. 
May 14—New York, N. Y.—Examiner Griffin: 
Rhodia Chemical Co. vs. Penna. R. R. 
14—Fort Wayne, Ind.—Examiner Harraman: 
| Na J. Peabody Lumber Co. vs. N. Y. C. & St. L. R. R. et al. 
14—Washington, D. C.—Examiner Hurley: 
Medese—North State Creosoting Co. vs. Southern Ry. et al. 
May 14—Dallas, Tex.—Examiner Smith: 
9—Walter Verhalen Co. et al. vs. A. =. & 8S. F. Ry. et al. 
May 14—New York, N. Y.—Examiner Ames 
20673—Maritime Contracting Corp. vs. B. ‘ Oo. R. R. etal. 
a re Ala.—Examiner Johnson: 
Makos7— Ala., Tenn. & Nor. R. R. Corp. vs. Sou. Ry. et al. 
May 14—Jackson, Miss.—Examiner Carney: 
1 —Cotton Mill Products Co. vs. A. G. 8. R, et al. 
ea! 15—Antigo, Wis.—Railroad Commission » “Wisconsin: 
in 


ance No. 6715—Application Chicago & Northwestern Ry. for au- 


thority to abandon a line of railroad in Langlade county, Wis. 


a je Caieaae. Iil.—Chairman Campbell and Examiners Faul and 


Pe... rates in Chicago es 
1. & S. 2000 (and ist supplement)—Switch 

in Chicago and Chicago ae atric. 
20006—Illinois Slag & Ballast Co. vs. C. W. 

(further hearing). 

15—Omaha, Neb.—Examiner Fuller: 

Moe02—Polito and Moscrey Co. et al. vs. C.& N 
Portions Fourth Section Appl. 2176 filed by W. 


“ 16—Argument at Washington, D 


district. 


a Ry. et al. 
. Emerson. 


; ae 
a A ae 1)—American Hawatian S. S. Co. et al. vs. Erie 


r1o4e—Boston Wool Trade Assn. vs. Director General, 


R. et al. 
10427—Quincy Market Cold Stor 
Director General, as agent, N. Y. N. H. & H 
May 16—New York, N. Y.—Examiner Griffin: 
Hugo Strauss Packing Co., Inc., vs. A. & V. Ry. et al. 
16—Li O.—Examiner Harraman 
Medees—Ohio teel Foundry Co. va. D. T. & IR. R. 
ao * A Miss. aa ines Carney 
481-—Jackson_ Traffic Bureau for Webster Bros. Mfg. Co., Inc., vs. 


et al. 
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Docket of the Commission 


ng rates between points 
P. & S. R. R. et al. 


as agent, 


e and are SC Co. we, al. vs. 





Rates in violation of section 6 of the act, on road making ma. 
a ¥ ig Galion, O., to Fort Myers, Fla. Asks re aration, 
3 Sub. No. 1. Coral Gables Construction & Supply Co., Miami, 
me vs. Piowida East Coast. 
Iliegai rates on gasoline locomotives from Plymouth, 0O., 
for part of movement beyond Jacksonville, me 
Asks cease and desist order and refund. 
No. _— Sub. No. 2. Meteor Transport & Trading Co., Miami, Fa, 
vs. Same. 
Illegal rates on one electric generator and on s, from Newa 
N. J., to Miami, Fla., for part of movement yond Jacksonville, 
Fla. Asks refund. 
No. — Sub. No. 3. T. T. Sweet Dredging Co., Miami, Fla., vs 


Illegal rates on generators, from East Pittsburgh, Pa., to Miami, 
Fla., for part of movement beyond Jacksonville, Fla. Asks Cease 
and desist order and reparation. 
No. Bs gh bs 9g Chapman Milling Co. ., Sherman, Tex., vs. C. RL 
. et 
Unreasonable rates and charges on salt, from Hutchinson, Kan, 
to Stratford, Tex. Asks reparation. 
No. 20960. Sub. "No. 1. W. N. — et al., co-partnership known as 
Ballard-Palmer, Fairfax, Okla., Santa Fe. 
Same rae" Bile and prayer ‘on "to salt, from Hutchinson, Kan, 


to Fairf: 
. 20960. Sub. No. 2. J. A. Les tig doing business as Forsythe 
Oil Co., Arriba, Colo., vs. C. Re L. & P. 
Same complaint and prayer’as to salt, from Hutchinson, Kan, 
to Arriba and other Colorado points. 
No. 20962. W. E. Austin Machinery Co., Atlanta, Ga., vs. Seaboard 
Air Line et al. 
Sg rates on trench excavating machine, from Indianapolis, 
Ind., to West Palm Beach, Fla., for part of movement beyond 
Jacksonville, Fla. Asks cease and desist order and refund. 
No. 20962. Sub. No. 1. Same vs. A. L. 
Same complaint and peerer as to steel power shovel, from In- 
dianapolis, Ind., to Largo, 
No. 20962. Sub. No. 2. Same vs. Seaboard Air Line et a 
Same complaint and prayer as to excavating 25. from In- 
dianapolis, Ind., to Arcadia, Fla. 








-: yy ae in La.—Examiner Brown: 
-&S 9004—Routing grain and grain products to points in Louisiana 
on the St Louis Southwestern Ry. 
16—Omaha, Neb.—Examiner — 
20503—Gordon "Candy Co. et al. vs. Bi & O. R. R. et al. 


May 17—New York, N. Y.—Examiner Griffin: 
* 16808—Union Smelting & Refining Co. et al. vs. Penna. R. R. et al 
(further hearing). 


May 17—Washington, D. C.—Commissioner Eastman and Examiner 
Bunten: 


14700—Depreciation charges of telephone pepe. 

15100—Depreciation charges of steam railroa 

Ex —_— 91—General revision of accounting rules for steam rall- 
roads 


“or 17—Argument at Washington, D 
a ay eae Farm Products Co., i «we MmYnNH. é€ ES 


1. & S. 2970—Dried beans and other vegetables from Wyoming points 
to interstate destinations. 
20027—Trinidad Bean & Elevator Co. vs. C. B. & Q. R. R. et al. 


May ny ak et La.—Examiner Brown: 
1. & S. 3095—Newsprint paper from Lake Charles, 14. “Ty La. points. 
Bim Section Applicat on No. 13127, filed by La. . & Navi. Co 


17—Atlanta, Ga.—Examiner Berry: 
Martin-Nash Motor Co. vs. C. M. & St. P. Ry. et r. 
. W. Goldsmith, Jr., Grant Co. et al. vs. A. & W. P. RB 


al 
Portions Fourth Section Appl 2057 and 2061, filed by J. F. Tucker, 
agen 


May 17—Omaha, Neb.—Examiner Fuller: 
20455—Gordon Candy Co. et al. vs. A. C. L. R. R. et al. 
Portions ge Section Appl. Nos. Pes — 1530, 2188 et al 
ld . Garvey Co. vs. A. B. A. Ry. (B. L. Bugg, receiver) 
2 


N286i7—Prine Lumb Fla.—Examiner Johnson: 
17—Prine oe Co. vs. A. A. R. R. et al. 
May 17—Faulkton i Examiner Rogers: 
tnwmen hy Club of Faulkton, S. D., vs. C. M. & St. P. etal. 
Sar 18—Argument at . So, D. Cs 
Finance No. plication of the N. R. R. for authority 
to acquire aeaeeek y lease of the & RM, of the Ge C. Cc. & &. 
Ry., the Michigan Central R. R., and _ 
Finance No. 5688—A pplication of the C. C. C. we 4 
thority to acquire “control, ed lease, of the aa a ‘the 
a Northern R. R. ansvilie, Indianapolis & Terre ‘asat 


¥g—Omah Neb.—Examiner Fuller: 
Aaron Ferer & Sons et al. vs. Belt - ‘Ry. of Chicago et al. 
—- 18—Jackson, Miss.—Examiner Carney: m1 
navice No. 68673 —Joint, Application of 4c. R. R. and Miss. V 


Co. for authori on a portion a _— of railroad from # 
_ oe near Broo! At... to Monticello, Mich 
18—Dallas, Tex.—Examiner Smith: 
43728—Consumers’ Plumbing Supply Co. et al. vs. B. & O. R. R. et # 
mie (and Sub. 1)—Morrison Supply Co. vs. A. G. S. R. R. 
18—Pittsburgh, Pa.—Examiner Harraman: 
arles Dreifus Co. et al. vs. Penna. R. R. al 
20538—The Buckeye Clay Pot Co. et al. vs. A. & B. B. R. R. et ™ 
May 19—Atlanta, Ga.—Examiner Berry: 
20629— 


‘Vitrolite Products Co. et al. vs. A. Cc. L. R. R. et al. 
May 19—Pittsburgh, Pa.—Examiner a, 
'—County of ‘Allegheny vs. N. Y. C. R. R et al. 
May 19—Argument at Washington, D. i 
17580—W. Norris vs. A. C, & p a Ry. et al. 
17594—United Iron Works, Inc., vs. A. G. S. R. R. et al. 


17683—Butler Mfg. Co. vs. A. G. S. R. : et al. 


17719—Black Steel and Wire Co. vs. A. T. & S. F. Ry. et al. 
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revere fy-weeeedngy Naver Transportation Building, WASHINGTON, D. C. 
WALTER E. McCORNACK Manghum, Manghum & Shands 


Fermerly Atterney for Interstate Commerce Washingten Office: Transportation Muilding 
Commission, Ceunseler at Law - Richmond, Va., Office: State-Planters Building 





















RICHARD A. ZWEMER JAMES W. CASEY 


ZWEMER AND CASEY 


MOULTRIE HITT CLARENCE A. MILLER 


HITT & MILLER 
Attorneys at Law 


Interstate Commerce and Federal 
Tax Matters a Specialty 
Union Trust Building WASHINGTON, D. C. 


















Interstate Commerce Commissien 
FRANK A. LEFFINGWELL 
— ATTORNEY AT LAW 
Practice in all courts and before Interstate 


uisians Commerce and State Commissions Suite 1258 First National Bank Building Gommaree Commission am a Va. State Commission 
Santa Fe Building Dallas, Texas CHICAGO, ILL. sel to the United ‘States Skipping Board: 

or RICHARD T. EDDY THOMAS L. PHILIPS |JOHN ANDREW RONAN 

aminet Attorney and Commerce Counsel ATTORNEY AT LAW LAWYER AND COMMERCE ATTORNEY 


Liberty Central Trust Ce. Bldg., ST. LOUIS, MO. 
412 West 6th Street, Los Angeles| scc-iat atwntion te matters before =, inter 


il- =a state Commerce and Federal tae Se 
“7 "Interstate Commerce Commission | Siem rates, price fixing and valuation. 
PRACTICE IN ALL “COURTS 


11 South La Salle Street, Chicago, Ilinois 


Twenty Years’ Practical Experience in 
Transportation and Traffic Matters 


Telephone Randolph 0844 


| DIRECTORY OF TRAFFIC MANAGERS, TRAFFIC 


al. 


pom AND COMMERCE EXPERTS AND SPECIALISTS 


CHARLES E. BELL BISHOP & BAHLER T. D. GEOGHEGAN . 


Rae 
Re TRAFFIC ANALYST COMMERCE SPECIALIST 
Freight Rate Analyses Matters Before State and Federal Commissions 
ela 


Preparation of Rate Complaints = 


TRANSPORTATION BUILDING 
Transpertation Bidg., Washington, D.C. WASHINGTON, D. C. 

RR 

Ley FREIGHT SERVICE ASSOCIATION 


Callfornta Railroad Commission 









ceiver) cisco, Calif. 












L FF 

Ambassador Bldg. (Incerporated) St. Loule, Me. wedges HALSEY McGOVERN 
. et al handled i Freight and Demurrage, Ov Overcharges end Lees RUBIN & SEFF TRAFFIC CONSULTANT 

experts; Cost ee ees x F a A Preparation of Interstate Commerce Commission 
thority Systems installed; Financial Statements prepared; Gen- Commerce Attorneys and State Commission Cases 
—& & Paints an and id Special Earentioutions made t hg Traffi 4 Rate Anal as 
or all pared, revised and od before. Commissioner of Internal Interstate and State Commissions “and Tariff Interpretations 
Sante of Americ be,Chamber of Commerce of the United States |’ 159 Nassau St., NEW YORK, N. Y. _| Mills Bldg, 17th and Pa. Ave,, N.W., Washington, D. C. 

aes Teese onesie Sater ealllatiaat ee Pate NRL A TA RIAN Hiss NT 

t 
" You can reach Traffic World GEORGE W. OLIVER LEONARD S GUIDE 
s. Val. e 
rom Dama Rape week: _| Harris Trust Bldg., CHICAGO, ILLINOIS | Freight —Express— Parcel Post 
a ment pace at the small eee me : Rates and Routing 
; at expense hs about © one-fortieth of Ree enins , FHESIER Se G. R. LEONARD & CO. 
a cent per subscriber. - and Statistics 


15 East 26th St., New York 185 Ne. Clark St., Chicago 
etal. ; . 


WASHINGTON, D. C.| | JACKSONVILLE, FLA. 
veer jer ora gets WIESENFELD WAREHOUSE COMPANY 


THE AVENUE CROWN General Merchandise Storage and Distribution 


Across the Street from I. C. C. BLDG. Prompt and Intelligent Service 


References: Any jobber, banker or transportation man in the city. 


BREAKFAST - LUNCH 
DINNER 1727 Penna. Avenue N. W. DEEP WATER AND RAIL CONNECTIONS 
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17823—Kansas City Structural Steel Co. et al. vs. A. G. S. R. R. et al. 
19328—Indianapolis Chamber of Commerce vs. C. & N. W. Ry. et al. 


Ma 19—Beaumont, Tex.—Examiner Brown 
28626—F1 1 Campo Rice Milling Co. et al. vs. A. T. & S. F Ry. et al. 


wey 21—Lubbock, Tex.—Examiner Davis: 

inance No. 6787—A pplication Pecos and Northern Tex. R. R. for 
authority to construct a line of railroad from Hale Center to 
Parmerton, Tex. si 


May 21—Argument at Washington, D. C.: 
18295—Geo. Allison & Co. et al. vs. A. C. L. R. R. et al. 
20093—-Simms Oi] Co. vs. St. L.-S. F. Ry. et al. 
20094—-Simms Oil Co. vs. H. & T. C. R. R. et al. 
17095 (and Sub. 1)—Wm. F. Allen & Co. et al. ys. 
May 21—Tampa, Fla.—Examiner Johnson: 
20369—Frank B. Anderson Co., a co-partnership trading and doing 
as Ye ~ ied the style of ‘Frank B. Anderson Co. vs. C.. ae 
. R. eta 


May 21—Sioux City, Ia.—Examiner a 
20557—The American Popcorn Co. vs. 


gg Bae neo Ga.—Examiner Berry: 

12—Fulton Bag & Cotton Mills vs. Southern Ry. et al. 

May 21—Washington, D. C.—Examiner Carter: 
19301—Swift & Co. et al. vs. A. C. & Y. Ry. et al. 
19797—Columbus Packing Co. vs. A. C. L. R. R. et al. 
19881—Kinghan & Co. vs. C. C. C. & St. L. Ry. et al. 


May 21—Gunnison, Colo.—Public Utilities Commission of Col 

Finance No. 6 Application of D. & R. G. W. R. R. for Duthieetty 
to abandon its Floresta Branch. 

May 21—Atlanta, Ga.—Examiner Hosmer: 

2 S. 3048 (and lst supplement)—Hay, straw, excelsior and other 
commodities between Illinois F. A., Central F. A., Eastern and 
New England Trunk Line Territories and southern points (fur- 
ther hearing). 


Mey 22—New York, N. Y.—Examiner Ames 

19715—Constructive. ane Off-Track Railroad Freight Stations on 
Manhattan Island, p a 

1. & S. 3100 (ist oa. ‘ond supplemental orders)—Constructive sta- 

tions and trucking in lieu of lighterage in New York City and 
vicinity. 
y 22—Chicago,* Ill.—Examiner Kerwin: 

Hy 19113_Galesburg Horse & Mule Co. et al. vs. C. & N. W. Ry. et al. 


May 22—Washington, D. C.—Examiner Stillwell: 
Fourth Section Application No. 13402, filed by F. E. C. Ry. 


May | a Beattie, Wash.—Commissioner Meyer and Examiners Mackley 
a 


Be temo! Flouring Mills Co. et al. vs. Un. Pac. R. R. et al. 


22—Argument at Washington, D. C.: 

Moy oo Stoniter Chemical Co. vs. Pac. Elec. Ry. et al. 

19747—Morris Gofnick and Dave Gofnick, co- partaces, doing busi- 
ness as Morris Fruit & Produce Co., vs. C. R. & P. Ry. 

be “4, taped Bedding Alliance of ‘America vs. - T. & 5. F. Ry. 
eta 

May 22—San Francisco, Calif.—Railroad Commission of California: 

Finance No. 6612—Joint Application of Sou. Pac. Co. and A. T. & 
Ss. F. Ry. for authority to acquire control of the Petaluma & 
Santa Rosa R. R. by purchase of capital stock. 

Finance No. 6733—Application Western Pacific R. R. for authority to 
acquire control of the Petaluma & Santa Rosa Railroad by pur- 
chase of capital stock. 


May 22—Boston, Mass.—Examiner Griffin: 
17524—John A. Whittemore’s Sons et al. vs. N. Y. N. H. & H. R. R. 
et al (further hearing). 


22—Jaeksonville, Fla.—Examiner Johnson: 
Modat The Arnold it Co., Inc., et al. vs. B. & O. R. R. et al. 
20577—Standard Export Trading Co. vs. A. C. L. R. R. et al. 


May 22—Houston, Tex.—Examiner Brown: 
1 & 3028—Cilean rice and rice flour from points in Ia. and Tex. 
to outh Atlantic ports. 2 


May 22—St. Paul, Minn.—Special Examiner Rogers: 
41—City of St. Paul vs. C. M. St. P. & P. R. R. et al. 


May 23—Bellefonte, Pa.—Pennsylvania Public Service Commission: 
inance No. 6596—Application Bellefonte Central R. R. for a cer- 
tificate of public convenience and necessity authorizing the con- 
struction of an extension of its railroad. 
Finance No. 6627—Application Bellefonte Central R. R. for authority 
2 omye control, by purchase, of the Fairbrook Branch of the 
a 


"te 23—Argument at Washington, D. C.: 
oq (and Sub. Nos. 1 and 2)—Geo. A. Hormel & Co. vs. C. M. & 


A. C. L. R. R. et al. 


. T. & S. F. Ry. et al. 


P. Ry. et al. 
19761 Ault and Wiborg Co. of N. Y. vs.  . £ O. R. R. et al. 
20123—United States Bung Mfg. Co. vs. B. & O. R. R. et al. 


May 23—Macon, Ga.—Examiner Berry: 
Dodge ‘County Lumber Co. vs. S. A. L. Ry. 


23—Boston, Mass.—Examiner Griffin: 
Mkeio Newser & McLeod vs. F. E. C. R. R. et al. 


POSITIONS WANTED OR OPEN 


POSITION WAN TED—Traffic manager or assistant, twelve years 
transportation, age 30; alert, ambitious, capable and proficient. Ad- 
dress A. W. L. 106, care Traffic World, Chicago, Ill. 


WANTED RATE MEN—If not thoroughly competent do not an- 
swer. Also want salesman who has sold and can sell traffic service. 
FREIGHT AUDIT COMPANY, 205 West Harrison St., Chicago, Ill. 


MALE HELP WANTED—We are seeking experienced warehouse 
solicitor with personal following, common storage for merchandise 
owners and operators, our ae 700 carloads. HERRMANN WARE- 
HOUSE, Loop Office, 228 N. La Salle Street, Chicago, III. 


ELEVATOR EQUIPMENT FOR SALE 


Grain Elevator at Pier B, Port Richmond, having been replaced by a 
modern concrete plant, is being dismantled. Entire equipment priced to 
insure quick sale. Write us your wants. F. Jaspersen, Manager, The Phila- 
delphia Grain Elevator Company, Port Richmond, Philadelphia, Pa. 
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May 23—Sioux Falls, S. D.—Examiner Fuller: 
I. & S&S. mg ples from Kansas and Missouri to points in Ig, 
Minn. and S$ “SD: 


May 24—Boston, Mass.—Examiner Le ow 
20622—Nutile Fruit Co. vs. B. & M. R. R. 


“a 24—Argument at sregmington, D. : 

18979—Cascade Timber Co. vs. A. T. & S. F. Ry. et al. 
19567—Boise Payette Lumber Co. oa A. & S. Ry. et al. 
19817—Drake Marble & Tile Co. et al. vs. Sou. Ry. et al. 


LAKE CARGO COAL RATES 
The Trafic World Washington Bureay 


Northern lines are expected to announce a 20 cent reduc. 
tion in lake cargo coal rates, to be made effective as soon as 
possible on statutory notice. The Wheeling & Lake Erie was 
reported May 11 to have posted notice to that effect. Traffic 
officials of the Pittsburgh & Lake Erie and the Baltimore % 
Ohio advised traffic officials of coal companies that they ip. 
tended to make such a reduction. 

Presidents Atterbury, of the Pennsylvania, Willard, of the 
Baltimore & Ohio, and Crowley, of the New York Central, and 
Chairman Duncan, of the Wheeling & Lake Erie, had an ip. 
formal conference with the Commission on Friday seeking to 
find out what it thought they should do. The Commission said 
it could not give any advice, inasmuch as the matter was in 
the courts. Reports about the determination of the northern 
lines came out after that conference. 

Advices received late Friday afternoon were to the effect 
that all the northern lines had agreed to make a 20 cent reduc. 
tion, limited as to application to points west of the Detroit 
River and to expire December 31, 1928. 





C& A TERMINAL WAREHOUSE Co. 


Connection with tunnel 
service to depots and 
central location give 
speediest deliveries at 
minimum cost. 


358 W. Harrison St., Chicago 


BALTIMORE, MD. 


GENERAL MERCHANDISE STORAGE 
Pool Car Distribution Forwarding—Rigging 


BALTIMORE TRANSFER CO. 


Telephone Calvert 0300 300 Block, North Front St. 








Chieage’s and Kaneas City’s Most Modern a “a 


MERCHANDISE STORAGE an?, 


see Geieet ~PPOOL CAR DISTRIBUTION 
Gunaua TERMINAL Warenouses 


CHICAGO, ILL. 





HAMMOND, IND. 


In the Chicago Switching District 


General Merghoniee, Furniture 
and Cold Storage 


‘POOL CAR DISTRIBUTORS 


Quick Service. Low Rates 


THE GREAT LAKES WHSE. CORP. 


HAMMOND, INDIANA 


MERCHANDISE STORAGE and 
POOL CAR DISTRIBUTION 





Warehouses Located in Heart of Raiiread District and Jebbing Trade 


FEDERAL COMPRESS & WAREHOUSE COMPANY 


589 South Front Street, MEMPHIS, TENN. 
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“The Shipping that is Different”’ 





Effort: 


When problems become hatder, 
additional effort produces the 
quota... UNIVERSAL TRANS- 
CONTINENTAL FREIGHT 
SERVICE, backed by 30 years’ 
experience, is ably qualified to 
exert intelligent effort to your 
individual freight forwarding 
problems ... UNIVERSAL 
TRANSCONTINENTAL 6ésafe- 
guards shippers and speeds them 
on the way to greater profits. 
Ask our nearest branch. 


UNIVERSAL 


TRANSCONTINENTAL 
FREIGHT SERVICE 


Operated by 


UNIVERSAL 
CARLOADING & DISTRIBUTING CO. 


Offices in All Principal Cities 


Consolidators of machinery, merchandise, automo- 
bile parts, etc., for more than 30 years 
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— Points of Operation 
for Shippers iiaden 






FFALO 


At Your 
Finger Tips 


HE Chain of Tidewater Terminals and 

Allied Inland Warehouses offer facil- 

ities to the Merchant Marine, shippers 
and consignees of export and import cargoes 
never before available in this country. 


Ultra-modern buildings, equipped in the 
most up-to-date manner, afford the greatest 
safety and security with the lowest possible 
insurance rates. Direct rail transfer except 
in New York where the terminal is located 
within “free lighterage limits”. 


Centralized administration under a manage- 
ment specializing in terminal and warehouse 
operation, insures a uniform high standard 
of service throughout the entire chain, to 
vessels and shippers alike. 
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BOSTON TIDEWATER TERMINAL, INC. 
, Hoffman, V. P. & Gen’l Manager 
666 Summer Street, Boston, Mass. 


ATLANTIC TIDEWATER TERMINALS 
G. W. Green, V. P. & Gen’l Manager 
-17 State Street, New York 


PHILADELPHIA TIDEWATER TERMINAL 
G. M. Richardson, Gen’1 Manager & Treas. 
10 Chestnut Street, Philadelphia 


NORFOLK TIDEWATER TERMINALS, INC. 
oore, Manager 
Norfolk, Va. 
KEYSTONE WAREHOUSE Co. 
W. S. Bishop, Gen’l Manager 
Seneca and Hamburg Streets, Buffalo, N. Y. 
MERCHANTS’ hy erg “gy Co. 


Snowden Henry, Sup 
10 Chestnut Street, Philadelphia 





RICHARD D. JONES, Western Traffic Mgr. 
1646 Transportation Bldg., Chicago 


W. B. McKINNEY, Sec’y and Treas. 
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HARVEY C.MILLER President 
COMMERCIAL TRUST BLDG. PHILA. PA. 
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Appreciation 






















ash all our 
business from the East.” 


—A Kansas City 
Manufacturer 


“We are Pleaseq to note 
that these Cars received the 
customary Wa bash high 
Standard of hand 


ling.” 
—From a Texas 









ind. ustry, 


“Our cars Were handled b 
you with €xceptional effi- 
ciency,” 


—An Illinois many- 
facturey. 


“The handling of this 
Ment over the Wabas 
truly a remarkable 
ance,” 


Ship- 
h was 
Perform- 


—From q Des Moines 


Concern, 


“IT want to compliment the 
Wabash 0 


Nn the quick dis- 
Patch of this car. Iam Sure 
you will be lad ¢ 


Jracuse, N. y i 
Traffic Manager. 


OJ ) 


1] 


o 
Some reasons whiy- 


hh ReaBall 
eran 
Is So popular 





















New British Freight Rates 
Now Available 


The new British Railway freight rates are not 
issued in printed tariffs but are being quoted 
free on application by the L M S Freight Offices 
in America. 





Freight Forwarders, Traffic Managers, Ship- 
ping Agents, Export Managers and shippers 
of all commodities from all British ports to all 
points in the interior of Great Britain should get 
these new rates at once—they are in force now. 





The new rates are based upon the revised 
classification and new standard charges in force 
from January 1, 1928. For information apply 
to LM S Freight Traffic Manager in America 
at 1 Broadway, New York City, Telephone 
Bowling Green 4260. 










THOMAS ARTHUR MOFFET 
Freight Traffic Manager 


LONDON MIDLAND & SCOTTISH RAILWAY COMPANY 


of Great Britain 
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reat Northern 


A modern equipped railway engaged in the speedy transportation 
of passengers and freight between St. Paul, Minneapolis, Duluth, 
Superior, Sioux City, Winnipeg, Billings, Butte, Spokane, Portland, 
Klamath Falls, Ore., Seattle, Tacoma and intermediate points. 


Through daily merchandise cars to Pacific Northwest and 
intermediate points. 


Route of the 


Oriental Limited 


Now! Faster Time—No Extra Fare 


Daily between Chicago, St. Paul, Minneapolis, 
Glacier National Park and the Pacific Northwest 


Over twelve hundred cinderless miles through the Scenic Northwest 


G. H. Smitton M. J. Costello A. J. Dickinson’ 
Freight Traffic Manager Western Traffic Manager Passenger Traffic Manager 
St. Paul, Minn. Seattle Wash. St. Paul, Minn. 
H. G. Dow T. J. Shea 
Assistant General Freight Agent Assistant General Freight Agent 
New York City 79 W. Monroe St., Chicago, IIl. 
reat N ort h ern 
A Dependable Railway 


Traffic Manager! Attend the Sixth Annual Meeting Associated Traffic Clubs 
of America, San Francisco, June 12th and 13th 
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The rich trading zone 
embraced in what is 
known as the Detroit 
trading area is ade- 
ony y sete p= 
ocally and regionally 
by the Grand Trunk 
Terminal of Continen- 
tal Terminals, Inc. 


The Cleveland trading 
zone embracing the 
largest industrial area 
in the United States is 
served by The Distri- 
bution Terminal of 
Continental Termi- 
nals, Inc. 


3. 
The Central Railway 


Terminal unit of Con- 
tinental Terminals, 
Inc., serves locally and 
regionally the city of 
Fibansandehiiands 
area of which it is the 
centre. 





4. 
The Grand Trunk 


Terminal at De- 
troit, The Distri- 
bution Terminal 
at Cleveland and 
the Central Rail- 
way Terminal at 
Albany, as units of 
Continental Ter- 
minals, Inc. serve, 
ds storage-in-tran- 
sit and trans-ship- 
ping points, the 
richest, most popu- 
lous territory of the 
United States. 


be = site of each Continental Terminal warehouse was 

determined bya trade and transportationsurvey. Each 

unit was Setaed at a primary centre of distribution to 
serve, locally and regionally, the richest trading zones, 
and as-storage-in-transit points, the largest, wealthiest, 
most densely populated territory in America. 


CONTINENTAL TERMINALS, Inc. 
67 WALL STREET, NEW YORK 













Continental Terminals, Inc., offer “a ~~ distribution plan and merchan- 
every facility known to modern Tees, dising assistance to the final dis- 
distribution granting “The Service | pee position of your product in the 






You Expect” from preliminary country’s best markets. 
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The Bett Railway Company 
of Chicago 


That portion of the Chicago Switching Dis- 
trict directly served by The Belt Railway 
Company of Chicago is rapidly becoming 


industrially occupied. 


Character of B. R. C. Service 


All traffic safely and expeditiously 
handled 


Readily accessible desirable 
_ industrial locations 


We welcome opportunity to submit a survey of desirable 
industrial locations served by 


THE BELT RAILWAY COMPANY OF CHICAGO 
INDUSTRIAL DEPARTMENT 
Phones Harrison 3689-3690 DEARBORN STATION, CHICAGO, ILL. 
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Great Lakes 





The Only Direct All-Water Route 


SERVING WITHOUT TRANS-SHIPMENT 


New York - Buffalo - Cleveland - Toledo - Detroit 
Oswego - Hamilton, Ont. 


Wy 
KINGSTON? 


HAMILTON? 


a- es e i i a . 
: xn cate 
DETROIT gE if 


n 
f= 
Fon #! 


—— 2 a aed eg eee: FRIE 

“Ag en "ps 3 
a bid “Wie 

TOLEDO ie A CLEVELAND 


94Nby sKy topenl 
SHIP BY BARGE! 
via THE OPEN GATEWAY TO THE SEA 
AFFORDING SHIPPERS 
Dependable Freight Service with 2O% Savings in Rates 
Delivery Alongside Steamers at New York Without Trans-shipment. 





Nothing Less Than Full Barge Loads Accepted. 650 gross tons constitute average barge load. Barges 
move in fleets of four (4) with approximate total capacity of 2600 gross tons. 


For Rates or Other Information, Address 


HEDGER TRANSPORTATION COMPANY, tne. 


M. ¥. Predece Reshange 25 Broadway, New York City, N. Y. SOW TELEPHONE | 


N. Y. Maritime Exchange BUFFALO OFFICE: Chamber ef Commerce Building BONDED CARRIER 
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Kansas City Fifth 



















Sheboygen Fifth 







South Bend Fourth 
Spokane Eleventh 
Syracuse Second 
Toledo Fourth 
Toronto Third 
Utica Second 






Wilb-----. 









*Binghamton Second Morning 
Butfalo va = 
Cedar Rapids Sizth 
Chicago Fourth ? 
Cincinnati . 
Cleveland Third » 
Columbus Fourth 
Cortland Second e 
Council Bluffs Sixth - 
Decatur Fourth z 
Des Moines Sixth i 
Detroit’ Third - 

East St.Louis Fourth °” 
Elmira Second - 

Erie Third 

Fort Wayne Fourth 

Fostoria Third 

Grand Rapids Fourth 

Green Bay Fifth i 
Indianapolis Fourth ” 

Ithaca Second Afternoon 
Jackson Fourth Morning 


Los Angeles Twelfth 
Louisville Fourth 
Memphis. Sirth = 
Milwaukee Fifth 
Minneapolis Sixth " 
Muncie Fourth 
Nashville Fifth = 
Omaha Sixth 
Oswego Second Afternoon. 
Peoria Fourth Morning 
Pittsburgh Third 2 
Port Huron i = 
Portland Thirteenth ” 
Rochester Seeond ro 
Saginaw Fourth 
Saint Louis ” 
Saint Paul Sixth 
San Francisco Fourteenth” 

* Scranton Second 44 
Seattle Thirteenth ” 


” 


” 


” 


” 


» 


*First Morning from New York Piers and Hoboken City. 


LACKAWANNA RAILROAD 
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? Ampere 

Bloomfield 

Boonton 

Clifton 

Delawanna 

Harrisan 

Hoboken City 

Hoboken Shore Railroad 
Jersey City 

Lyndhurst 

Newark 

Orange 

Passaic 

Paterson 

Watsessing 

And other New Jersey points 


135 th St 
Harlem Transfer 





Longisiand City 


Brooklyn Eastern 
PDistrict Transfer 








TRANSFER 


Bush Docks 


CORRESPONDING SERVICE given to 
shipments loaded to the platforms of 
connecting roads destined to points be- 
yond those named above. 


Similar service is effective via LACKA- 
WANNA from Philadelphia Stations of 
the Reading Company, and other larger 
Reading Company stations, and from 
stations on the Central Railroad of 
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he Same SUPERIOR SERVICE 




























ACKAWANNA fast freight 

trains are operated on sched- 

ules and time tables as carefully 

prepared and as precise and 

inflexible as those for passenger 
service. 


Market conditions, railroad and 
steamship connections and other 
important factors are better 
served when traffic handled in 
freight trains is moved with the 
utmost regularity and despatch. 


The Lackawanna has a well- 
merited reputation for the 
excellence, dependability and 
regularity of both its passenger 
and freight service. Its high 
standards also apply to through 
schedules via all connecting lines. 


New Jersey, via SCRANTON TRANS- 
FER. 


Passing reports in the possession of all 
LACKAWANNA RAILROAD agents 
enable them to give immediate and 
complete information to customers. 


Not necessary to designate any special 
station, pier or train number. Simply 
route LACKAWANNA. 


The Pioneer in Fast Through Merchandise Service 





Railway Exchange Bldg. 


INDIANAPOLIS 
Merchants Bank Bldg. 
KANSAS CITY 


@ 
® 


® DETROIT 
Majestic Bldg. 
@ HAVANA 
Manzana de Gomez 


@ CLEVELAND 
Hippodrome Bldg. 
® DENVER 
Boston Bldg. 


Southern Pacific Bldg. 
DEPT., 33 West Jackson 


® CHICAGO—FREIGHT DEPT. 
® CHICAGO PASSENGER 


Ellicott Square Bldg. 
@® CINCINNATI 
Dixie Terminal 


@® BUFFALO 


Woodward Bldg. 
Old South Bldg. 


® BIRMINGHAM 
® BOSTON 


Healey Bldg. 
209 Morris Bldg. 


@ ATLANTA 
® BALTIMORE 
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SOUTHERN PACIFIC LINES 


Where they reach 


















CONVENTION TIME IS WATERMELON TIME IN HOUSTON 


FEW samples of what you may expect when 
you visit Houston for the Democratic Con- 
vention in June. Plenty of fresh water- 
melons for everybody. They are grown in abun- 
dance near Houston, and are famous for the deli- 
cious sweetness of their meat. Roas’in ears, too. 
Houston, the Convention City, is the headquar- 
ters city of the Southern Pacific in Texas and 


Louisiana, where its General Offices and Shops are 
located, and contribute approximately 30,000 people 
to the population of the City. 

It is reached by Southern Pacific Lines from 
eight directions—with comfortable through Pull- 
man service from widely separated points, such as 
San Francisco, New Orleans, Minneapolis, St. 
Paul, Denver, Chicago, Memphis, etc. 

Freight service is just as satisfactory. 


. Write, telegraph or’ phone 
® “General Agent, Southern Pacific Lines’’ @ 


SOUTHERN PAcIFic LINES 


The Postman Knows Him 


Vol. XLI, No. 20 


SIHdHGN © 





SI'TOdVANNIW & 
“Spi oSueqoxg 


‘SPIA PTT UE Jode2;0q 


ADUAALNOW ® 


Zo “ON ‘OLB Op O2UID “Ay 


ALIO OOIXGNW @ 


qporjssZueyT oOgipa 


® 


Avapeoig $91 “Ldad 
‘SSVd—ALIO HUOA MAN @ 
Avapeoig $91 “Ldad 
‘LDA—ALIO WHOA MAN 


“*Spid preyed 
VIHd Td aV'IIHd ® 

*SPIG euLtieg 
ALIO VAOHVINO ® 


@ 
® 


ALIO ANVI LIVS 
“3PId WI8d 
HDUNESLLId 


38 USAW Gnesg IF 


SINOT “Ls ® 
Is WoT FIC 
FILLVaAs ® 


“SPIg Uo}@I18D 


“SPiq w1eyzN0g 

"0 ‘d ‘NOLDONIHSVA ® 
38 WMpAuwiy ogc 

"0 “& ‘UHANOONVA @ 














will 

sessi 
legis 
of tl 
com1 
exte1 
latio 
State 
The: 
veni 
very 
The 

eratc 


